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Abstract
The current system of transportation is unsustainable.  The reliance on non-renewable
sources of energy, combined with ever increasing levels of air, noise and water pollution
has lead to a transportation system that is causing environmental damage while harming
people’s quality of life.  Planning and policy measures to address theses problems have so
far failed to provide any meaningful system change and have failed to change how society
views their transportation needs. The focus of this project has been on examining an
alternative policy and planning approach, called ‘Transition Management’. It has been
argued that persistent problems with the current transportation system are fundamental to
system design aspects, and that to overcome these, system innovation may be required.
This is something ‘Transition Management’ aims to do.
The ‘Transition Management’ perspective was adopted by the National Government in the
Netherlands in its 4th National Environmental Policy Plan and by two Dutch provinces,
Limburg and Utrecht. This project intensively reviews and discusses the core concepts of
this new perspective on a theoretical level. A case study of the planning and transportation
organisation Hovedstadens Udviklingsråd (HUR) is conducted to see whether or not this
approach also holds some practical value. To provide a background for this analysis,
transport planning and policy in Denmark are discussed, with a particular focus on the
Greater Copenhagen Region.
To carry out the case study, an actor-analysis of HUR has been conducted. The case study
is based on interviews with seven transportation related people who are directly or
indirectly involved with transportation planning and policy. The interviewees provide this
report with insightful knowledge about problems facing HUR, difficulties in creating more
sustainable transportation in Copenhagen, and with critical feedback about how ‘Transition
Management’ can be used. The analysis will be structured along five concepts of this new
perspective, which are especially relevant for a regional transport authority; innovation
stimulation combined with system improvements; long-term vision as a framework for
short-term action; public participation to develop visions and gain support for managing
transitions; coordination; and mobility service provision.
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0 Introduction to Transportation Problems (Problem Field)
Transportation is essential for the movement of people and goods over space and
fundamental to the functioning of societies and economies. Over time, there has
been an evolution of available modes of transportation over land, water, and air
with the automobile revolution providing the principal mode of transport used by
individuals in modern societies today. The automobile has added not only to the
freedom and ability of humans to select their places of residence and of
employment but has helped to transform the urban and suburban landscapes.
Coupled with the advantages of automobile use for many have come,
nevertheless, such associated problems or externalities as congestion and
pollution. Indeed, over the past several decades, congestion has increased
globally, especially in urban settings, and people as well as governments have
become increasingly aware of the deleterious environmental effects of emissions
due to automobiles and other vehicles (Nagurney 2000: 229).
This project will focus on transportation. Due to the environmentally adverse effects of the
current transport system new ways to develop more sustainable systems will be looked
into. The current trend of extreme growth in overall transportation volume and the
increasing dominance of the car, make transportation a pressing issue. The transport sector
accounts for an increasing contribution to the greenhouse emissions. The increase of traffic
volume stems mainly from two of the most polluting modes of transport, cars and
airplanes. Almost all activities in a modern society are closely linked with transport and
therefore in return, problems arising within transportation do have an influence on all other
aspects of society. The complexity, the dynamics and the urgency of the problems in
transportation make it a challenging, interesting and important area to study.
0.1 Problems with Current Transportation Systems
Current transport systems are unsustainable. There is need for more sustainable
transportation1 systems and the corresponding policies to carry it out. An extensive
literature review on transportation has revealed that most of the problems in the
transportation sector are well known, yet ways to resolve the problems are lacking and
fiercely debated.
One of the most important problems associated with road traffic is that it is “a major cause
of injuries to people and fatalities” (OECD/EIA 1995: 15). In 1995, over two million
people were injured from road traffic accidents in the 27 European Countries, 67, 000 of
them fatally (OECD 2002: 153). In 2001, there have been 6,861 road traffic accidents
causing casualty and 432 people were killed in Denmark (Statistics Denmark 2002: 15).
                                                
1 See Chapter 1.3 for definitions of sustainable development and sustainable transport.
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One of the worst environmental impacts of road transport is air pollution. Transportation in
Western Europe accounts for some 65% of nitrogen oxides, 20% of carbon dioxide and
over 85% of carbon monoxide emissions (OECD/EIA 1995: 14). Road transport is
responsible for most of the local air pollution in cities and accounts for almost 100% of the
airborne lead and 80% of airborne particulates (ibid: 15). The policies in place to decrease
the emissions of Nitrogen Oxide (NO2) and particles have been quite successful since there
has been a notable decrease during the last 10 years (1991-2001) (Statistics Denmark 2002:
17). The NO2 concentration in the Copenhagen city centre decreased from 52 to 40 µg/m³
and the particles2 from 77 to 34µg/m³ (ibid: 17). The trend towards more cars with diesel
engines gives rise to another important emission problem. Emissions from diesel engines
contain micro particles of soot that can cause chronicle infections of the lungs and other
diseases of the heart circulation system (Schuh 2002). The Danish government mentions
this problem in their strategy for sustainable development and considers it to be one of the
largest traffic-related health risks (Danish Government 2002: 61).
Other problems of the current transport system are pollution of water, land (un-recovered
oil from vehicle use and maintenance, Bitumen spread during the wearing down of road
asphalt) and congestion. Road transport is also the major source of noise in most Western
European cities (OECD/IEA 1995: 15). Noise levels above 60dB(A) can cause stress
reactions and increase the risk of cardiovascular diseases. In 1999, more than 50 million
people in the EU were exposed to noise levels above 65dB(A) (OECD 2002:151).
Excessive land use is also an important concern. The road system uses 1.3% of the total
EU land area (Bannister 1998: 3). As an indirect indicator to measure the land use in
Denmark the network length is used. The road network has a length of 71,888 km in total,
while the rail network length is only 2,768 km (Statistics Denmark 2002: 4). The length of
the public road network has been increased by about 1,100 km since 1990 mainly due to
the extension of municipal roads (Statistical Yearbook 2003: 1). Every new kilometre of
road used for transportation, takes it away from other uses, such as farming, recreation and
open space.
The influential International Energy Agency (IEA) states in their report, Towards a
Sustainable Energy Future (2001), that there are two major risks for current transportation
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systems in the OECD countries. Firstly, those current transport activities rely almost
completely on petroleum fuels. As the supply of petroleum dwindles and will be
increasingly concentrated in the Middle East, the risk of supply disruptions and higher oil
prices is likely to increase. A diversification of energy sources is called for, even from a
solely economic viewpoint. These long-term risks suggest that it is important to develop a
more sustainable transportation system (OECD/IEA 2001: 154). “Transport is an important
consumer of energy in OECD countries, particular imported petroleum; it consumes now
more than 50% of world oil production” (OECD/IEA 1995: 16). To put it in concrete
numbers: the energy consumption of the total national transport in Denmark in 1994 was
146,6 PJ (Fenhann and Kilde 1996: 279). In 2001 it was 164,0 PJ and road traffic
accounted for more that 93% of the energy use in transportation (Statistics Denmark 2002:
17).  The transport sector in total uses about 25% of the total end-consumption of energy in
Denmark (EPA 1999: 5).
The second main issue for the IEA is climate change and the high share of the transport
sector in CO2 emissions. The combustion of fossil fuels is a major contributing factor to
the greenhouse effect and global warming. The IEA countries emit roughly on third of
their energy-related greenhouse gas emissions in the transport sector (OECD/IEA 2001:
151). The Kyoto Protocol commits most European countries to reduce their carbon dioxide
emissions to return to the 1990 levels. The OECD states that, “this objective is in sight of
being achieved in most sectors except for transportation” (OECD/IEA 1995: 28). This also
holds true for Denmark as from 1990 to 1999 CO2 emissions from road transport increased
by over 20 % (OECD/IEA 2002: 40) while the official transportation policy was trying to
reduce emissions with a reduction commitment of 21%. This trend is consistent with other
OECD countries. About 20% of the Danish CO2 emissions stem from the transport sector
(EPA 1999: 5). What leads to this situation?
The main reason for the increasing emission levels has been due to the dramatic rise in
traffic during the last few years. In Denmark there has been an increase of driven
kilometres of 9% compared to 1996 levels and at the same time the driven kilometres by
bicycles have been falling by 18% (Statistical Yearbook 2003: 1). National traffic has
increased by more than 40% from the end of the 1980’s until 2000(EPA 2000). This
growth is mainly caused by a major increase in motor traffic on roads in rural areas that
                                                                                                                                                   
2 “Particles in the air consist of substances such as aluminium, silicon, sulphur, chlorine, potassium and lead”
(Statistics Denmark 2002: 24).
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nowadays accounts for 65% of total Danish traffic (ibid). The modal split is as follows:
77% of passenger transport performance is by car, 12% by bus, 7% by train and only 3%
by bicycle (Statistical Yearbook 2003: 3). The stock of private cars in Denmark has risen
from 1.59 million in 1991 to 1.87 million in 2001, meaning that within ten years the
number of cars increased by 17% (Statistics Denmark 2002: 6). The Danish government’s
strategy for sustainable development forecasts that these trends will continue and states
that the “demand for transport will continue to rise” (The Danish Government 2002: 60).
That means that the importance of transport and the associated problems will also increase
and that, for example, the contribution of transport to global warming will grow during
time. The continuing use of oil in the transport sector is one of the reasons that transport is
a crucial factor in climate change discussions. For a more comprehensive list of
environmental impacts of transport see Appendix A.
0.2 Current and Past Attempts to Address Transportation Problems
If the problems described above have been relatively well known for quite some years and
are scientifically not controversial, it has to be asked why environmental policy (in a broad
sense, including transport and energy issues) has not been able to reduce the main
problems so far?
The analysis of the current policies in place suggests that they are not sufficient to reduce
the negative environmental impacts of transport and to make the transportation system
more sustainable. A brief description of the five major failures of the currently dominating
policy approaches will be shown. The problems of the command-and-control policies are
well known, the criticised piecemeal approach fails to address the complex and interacting
problems and the lacking capacity inhibits strong policies. The predict-and-provide
approach of policy planning neglects the demand side and fails to influence traffic flows.
Economic instruments seem to be promising but the debate often neglects that they are
very controversial and often face strong societal opposition. One of the most important
points is that non-transport policies have an enormous effect on traffic and serve different
political goals. Even if the transport policy has successfully incorporated environmental
concerns, it is likely that other policies clash with it and jeopardise the goals. There are no
efficient mechanisms of co-ordination in an increasing societal and political complexity.
As Stead and Bannister put it best, “thinking must change about solutions to transport
problems” (2001: 315).
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Orientation towards System Improvement
Theoretically, there are two possible routes to mitigating environmental adverse effects of
transportation. First, one can improve the existing system with a variety of options that are
currently available. Examples of these include making cars safer and less polluting,
encouraging people to use public transport, supporting bike usage, more efficiency
measures, and add-on technical fixes like catalytic converters, to name but a few. The
second possibility would be to improve the existing system while also aiming for a system
innovation.
The path dependency of a large system like transport with an existing expensive physical
infrastructure and an elaborated know-how requires a focus on improvements of the
existing system. New technologies developed also may not fit well into the existing
transportation systems. These new technologies may require complementary technology
that is not available, they may require an adaptation of the existing infrastructure or they
may require a new distribution system. Furthermore, new technologies are often ill
developed in terms of user needs, and can be expensive because of low-scale production
(Kemp, Schot and Hoogma 1996: 3f.). If the existing regulatory framework is adapted to
the existing technologies it can actually form a barrier, for example, light electric cars have
problems meeting safety requirements. New technologies also face the problem that the
necessary investment costs function as a threshold. It is only when a relatively high
number of vehicles are made that it becomes profitable to create new infrastructure.
Unfortunately, the demand for alternative options is very low (Kemp, Schot and Hoogma
1996: 6). Policies to support alternative technologies have been rare because governments
are fearful of high costs and believe that the free market can overcome the challenges new
technologies face.
Current policies that focus on improvements of the existing system have had some positive
results. Some policies have been successful in optimising the environmental performance
of car traffic to a certain degree. Some of the problems like acid rain, lead contamination,
and emissions of NOX or SO2 are being reduced by technical fixes. An example of this
kind of policy is the mandatory requirement that new cars have a catalytic converter. Also,
existing high taxes on gasoline and additional state subsidies create incentives for car
producers to produce and for consumer to buy cars that consume less fuel. When cars are
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more efficient they also have the advantage of reduced CO2-emissions. However, the
current trend towards bigger and faster cars together with the increase in the number of
them jeopardises the technical developments made. Other problems, such as, accidents,
congestion, noise and excessive land usage are not addressed by these kind of policies.
Command-and-Control Approach
Environmental policies were developed in most OECD countries after the Stockholm
Conference in 1972. After a long period of economic growth, many countries realised the
environmentally adverse effects that industrialisation was having on the environment and
society, forcing these nations to react. The policies that were created were dominated by
regulatory measures and the enforcement of end-of-pipe technologies. Emphasis was put
on point sources and later on, vehicle emission standards became a politically acceptable
standard answer to environmental problems. Nagurney agrees with this point and states,
Indeed, historically, most pollution control has been in the form of a
command and control approach in the form of regulation. However, it is now
being recognized that such an approach with the regulation being designed
with little or no regard for the cost of abatement has not been successful
(2000: 34-35.).
The command-and-control policies only focus on single media, such as, air pollution, and
they do not include a more comprehensive understanding of the complexity of ecosystems
(see Feitelson and Verhoef 2001: 5). As a result, these policies were only piecemeal
measures designed to mitigate specific effects, such as noise through the creation of noise
barriers. The discussion about the implementation problems, the ‘right’ instruments and
efficiency criteria led to a wider perspective in policy making. The assessment of
advantages and disadvantages of policy tools is important, but this has resulted in a rather
simplistic debate. It turned out that the structural framework conditions, actors and their
strategies; the problem structure and situative possibilities do indeed play an important role
compared to the single choices of an instrument (Jänicke 1997: 4). Transportation policy is
one of the fields in which the capacity3 is still very low and the current policies are not
sufficient to make transport more sustainable (ibid: 19).
Discussions about sustainable development and global warming as a major threat for the
global environment have directed more attention to the ever increasing use of fossil fuels
and the CO2-emissions problem stemming from transport. The increasing success in
developed countries in bringing the pollution emanating from point sources under control
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while emissions from transport are continuously rising highlights the relative importance
of transportation as a pollution problem area (Feitelson and Verhoef 2001: 4). In light of
these discussions, it has become clear that the existing instruments and negotiated
objectives are not sufficient to cope with these challenges. The OECD says that, “If a
meaningful stride towards sustainable transport is to be taken, much stronger policies and
regulations are required than those presently in effect” (OECD/IEA 1995: 28). Similarly,
Aaltonen argues that if you look at different scenarios energy demand grows in all of them
and “it would take a draconian policy to reverse the trend” (1996: 5). A recent IEA
publication assesses the transport policies of the member countries and concludes that the
measures taken are insufficient to significantly reduce the fuel use and CO2 emissions over
the next 20 years. The report advocates that, “In order to make tangible progress toward
sustainability in the transport sector, significant additional measures will be required”
(OECD/IEA 2001: 159).
An interesting question to ask is, whether or not such a change of policy is likely to
appear? There are serious doubts due to present policy failures regarding more
environmentally sound transportation. They indicate that governments lack the capacity to
adopt much stronger policies and regulations. However, even if that was the case, as
argued above, there is little hope that such top-down attempts would lead to more
sustainable transportation systems.
The Supply-side Oriented Predict-and-Provide Approach of planning
The previous sub-section discussed the traditional transportation policy pattern and its
attempts to incorporate environmental concerns into the decision-making. The focus will
now be on the critique of the traditional core of transportation policy and planning; the
predict-and-provide approach. According to the OECD,
Conventional approaches to mitigating transport’s environmental impacts have
used observed and projected transport needs and sought to assess the
environmental impacts of these developments. This approach has led to important
efficiency gains and has helped to reduce many of the environmental and health
risks stemming form the transport sector. It has not – and likely will not – lead
towards meeting long-term environmental objectives (OECD 2002: 3).
The main argument here is that traffic planning only predicts future traffic volumes and
then supplies the necessary infrastructure. The mission of traffic engineers is to improve
the infrastructure and avoid congestion, leaving the choice of transport mode up to the
                                                                                                                                                   
3 Capacity is defined as “a society’s ability to identify and solve environmental problems” (Jänicke 1997: 1).
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consumer. One of the unintended effects of such a policy is that it has contributed to an
increase in traffic volume through more infrastructure that is counterproductive from an
environmental point of view. If building more lanes can increase travel speed, for example,
people are stimulated to commute longer distances to work, creating more traffic and
environmental pollution. Some of the barriers towards more sustainable transportation lie
within the planning process. The organisational structure of the agency responsible for
traffic planning and the tasks assigned to personnel has to be re-thought. At an OECD
conference on sustainable transportation,
There was the plea...for a redrawing of the job classification of transportation
planners, whose present mission is chiefly to keep traffic moving. Planners
might be required to focus on making provision for non-motorised, sustainable
transport rather than motorised transport (OECD 1996: 54).
This whole approach focuses on the supply side while demand factors are neglected. The
importance of cars as status symbols and the freedom and individuality that car ownership
eludes cannot be underestimated. These cultural values that are spreading almost
throughout the whole world are to be seen as main obstacles to change the current
transportation system. Many of policy makers are aware of this and are therefore
attempting to steer and foster alternative transportation modes. These technologies are
currently only limited to certain niches and are not trying to substitute, or at least, reduce
the use of cars due to society’s relationship with cars.
The trends on the demand side counteract the positive trends regarding efficiency of
combustion engines (less consumption per km). People are today purchasing bigger, more
powerful, less fuel efficient (due to size), fully equipped cars, all having adverse effects on
the car’s environmental performance (see for example: Canzler and Knie 1998: 18-19. or
Wells 2003). These consumer preferences are not independent from the political system,
but have to be taken into account as an influential factor. The traditional predict and
provide approach neglects important environmental considerations and the approach
therefore is not capable of reducing the environmental damage of transportation (Nagurney
2000: 41)4.
However, even though the predict-and-provide approach has been heavily criticised, it was
still very influential in the mid 1990s. Since this time the approach seems to have come to
an end, but left a vacuum in transportation planning methods (Kane and del Mistro 2001:
3). They argue that a change is necessary and that “we stand at a point in time where the
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professional, public and political will seems ripe for major changes in the way urban
transport systems operate” (ibid.).
Economic Approaches
As mentioned before, the critique of command-and-control policies and the failure of the
predict-and-provide approach in transportation planning, led to a discussion about the
efficiency of policy and economic instruments as a promising solution for these problems.
The market would find the most cost efficient way to serve the societies demand for
transportation in an environmentally sound way, only if the prices were right. Bannister
states that one of the paradox of transportation policy is that people,
…are aware of the environmental costs of transport and are supportive of
actions by governments to improve environmental quality, provided that it
results in no change in their lifestyle and they can continue their use of the car,
and provided that it costs no more. This is a problem with no solution (1998:
11).
Rising prices for car use is often not an accepted policy with society. It is possible to reach
minor changes in the modal split, if the alternatives are competitive. Users underestimate
the full costs of their car traffic and therefore have a distorted view on prices for other
services. The role of policy should be to inform people about the real costs and adverse
environmental effects of them, while at the same time, making alternatives competitive. In
theory this is very convincing and the debate of useful policy measures has been focused
on economic instruments for the past few years. In practice there are only a few examples
for the implementation of such measures on a broader scale. In the current political
discussions economic instruments are often believed to be beneficial and also technology is
perceived as a pivotal chance. However, a major shortcoming of these debates is that “the
focus of such discussions has tended to be narrow, often not addressing the main
impediments to the utilization of technological options – the conditions under which they
are likely to be adopted” (Feitelson and Verhoef 2001: 7). The main point is that a possible
instrument has not only to be effective, but first of all it has to be politically acceptable.
Heavy-handed government intervention in transport usually faces strong public resistance
(OECD/IEA 1997: 9).
Transport is not a basic need as such, but has been traditionally seen as a derived demand.
People need to obtain food, get to work, go to university or go to the bank, all of which
                                                                                                                                                   
4 In her study Nagurney cites different examples concerning emissions, for example that the addition of a
road may result in an increase in total emissions with no change in travel demand (2000: 41).
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involves transport. However, studies suggest that traffic is not merely a derived demand,
but that travel demand is highly influenced by people’s subjective attitudes towards travel
(Mokhtatian, Salomon and Redmond 2001: 355). This holds true not only for recreational
activities but also for more mandatory purposes such as work-related travels. Mokhtatian,
Salomon and Redmond do not deny that most travel is utilitarian or purposive but they
contest the dominating paradigm by arguing that traffic has “an intrinsic positive utility
and is valued for its own sake” (ibid: 355). The extent varies by person, travel mode,
purpose and circumstances and is therefore unevenly distributed among the population;
however, policy and planning should take this facet into account. How can traditional
policy approaches incorporate such findings? This aspect of irrationality in travel
behaviour, namely that transport does not always follow cost-benefit criteria but basic
instincts or psychologically induced needs, makes it difficult for policy makers and
planners to influence traffic flows. All the models and suggestions for efficient economic
instruments are based on the assumption that human beings are rational and change their
behaviour according to changing price signals. ‘Getting the prices right’ under those
circumstances seems not to be the easy answer.
The Contradictions of Different Policy Goals
The traditional understanding of transport policy is, as mentioned before, directed to
manage the increase of traffic and to deliver the needed infrastructure. There exists the
belief that an increase in traffic is directly linked with an increase in economic activity.
Every increase in traffic is therefore seen as a positive indicator for economic
development. During the last 30 years, the societal awareness of the environmental
implications of transport has risen and the policy discourse has reflected these changes.
The aims of transportation policy centred first on growth and later on equity issues, but the
discourse gradually widened to include the environmental effects of transport and possible
ways to address them. It consequently evolved “into a multifaceted discussion of the ways
and rationales for intervention, and of the role of environmental goals relative to other
goals” (Feitelson and Verhoef 2001: 3). In a democratic system there is a never-ending
struggle for priorities within transportation policy and it will continue to be controversial
as long as environmental concerns and economic considerations are seen as opposing
issues.
Even in an ideal world (from an environmentalist viewpoint), where environmental
concerns are given top priority over other goals of transportation policy, there is a second
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level of contradiction, because transport policy is only one aspect effecting traffic.
Transport is one of the most important aspects of complex modern societies, because it is
highly connected with almost all other aspects of life. Therefore, it is only natural that a lot
of other policies that are not directly targeted at transport, influence traffic behaviour to a
large extent while they have other goals to fulfil. Energy policy, waste policy, technology
policy, tax policy and land-use planning are some examples (Stead and Bannister 2001).
Transportation policy and environmental concerns cannot be seen as superior to the aims
of other policy fields and it is conventional wisdom that the different goals of the sectoral
policies can clash significantly. This can be easily demonstrated: The EU enlargement was
an important project for the member countries while at the same time they were committed
to a reduction in CO2 emissions. The EU enlargement will result in an increased traffic
volume due to more trade and the expansion of the road network is therefore a desirable
political goal to boost economic activity but is counterproductive with regard to
environmental goals. This is one of the biggest problems of transport policy and planning.
That an integration of transport, energy, tax, economic, housing and environmental policy
is necessary is well known (see for example Stead and Bannister 2001) and generally
accepted among policy makers and addressed in documents of all kinds, but the
organisation of the modern nation state with a complex system of responsibilities for
different sectors and at different levels makes it very difficult to meet this aim.
Environmental concerns are not often given premise, especially not in times of economic
downturn.
0.3 Why a New Approach is needed
It is evident that the current policy approaches are failing to address the environmental
concerns to a large extent and that they will not be sufficient to work towards more
sustainable transportation. The OECD declared the move towards environmentally
sustainable transport as one of the principal policy challenges facing OECD countries at
the outset of the 21st century. The crucial point is to develop “innovative methods and
policy approaches towards sustainable transport that will be environmentally responsible,
socially acceptable, and economically viable” (OECD 2002: 11). Similarly, Meadowcraft
argues for the need of new policy approaches. He states that we need new innovative
policy instruments, “good old fashioned regulation and bureaucratic planning”, but “what
is most important is the exercise of strategic choice, and the design of institutional reforms
that channel ‘spontaneous’ processes in directions compatible with sustainable
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development” (1999: 37). Opposed to that the described current approaches can be
characterised as,
‘fire fighting’ as the cause of the problem lies in decisions over which those
in the transport sector have no control. It also suggests that there is a need for
new thinking on how policy making can be made more complementary
between sectors as well as mutually reinforcing within sectors … It is clear
that transport policy alone will probably not be enough to meet the difficult
challenges posed by these mobility increases (Stead and Bannister 2001: 327-
328).
As demonstrated, there are a variety of reasons for the failure of current policy approaches
to lead towards sustainability, but one of the most important factors is that a lot of the
negative impacts are due to inherent characteristics of the existing transportation system
and can therefore not be solved within the system. The challenge is to create a
transportation system that is inherently more environmentally benign. The difficult
question is how such a shift in perspective can be reached and what the role of policy in
such a process would be? Is it possible to change an existing system in a non-disruptive
way, at low transition costs? Systems are not easy to change due to the mentioned path
dependencies, uncertainties, complexity and vested interests. Uncertainty is arguably the
most interesting barrier to system innovations, because the identification of this barrier
reflects a change in policy thinking (Kemp and Loorbach 2003: 4-5).
According to Jänicke and Jörgens four aspects of uncertainty can be distinguished: the
uncertainty of prognosis about environmental changes and negative impacts, political
uncertainty about the need for action regarding long-term problems which are still invisible
to the general public, uncertainty about the environmental, social and economic
consequences of policy decisions and non-decisions and uncertainty of environmental
pioneers about the chances and risks of innovative behaviour. The uncertainties are not
enough reflected in the current policy approaches and strategic environmental policy
planning is presented as one way of dealing with the uncertainties (Jänicke and Jörgens
1999: 176). This new and more comprehensive approach was a result of the Rio
Conference and is characterised by
the emphasis placed on setting long-term goals on a broad political and
societal basis, the integration of environmental objectives into other policy
areas (inter-sectoral integration), a co-operative target group policy and the
mobilization of additional decentralized societal capacities (ibid: 177).
This kind of environmental planning is not just another instrument of environmental
policy, but a comprehensive strategy, which entails a permanent process of learning,
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setting goals, formulating and implementing measures. The Netherlands can be seen as one
of the successful pioneers and have been setting the pace in global environmental policy
learning in this respect (ibid: 179). The 4th Dutch National Environmental Policy Plan
(NEPP 4) as the latest policy document of this kind employs a retrospective from the last
30 years of environmental policy and concludes that “current policies do not adequately
take into account the obstacles to sustainable development, which can be regarded as
system faults in the economy and institutions now functioning” (Ministry of Housing,
Spatial Planning and the Environment 2001).5
What would such a new approach, one that takes into account the obstacles and accepted
them as a starting point, look like? Referring to ‘Transition Management’ Grosskurth and
Rotmans state,
Any approach should as an end result not only highlight the driving forces of
sustainable development, but also serve the levers available to influence the system in
co-operation with those who handle these levers.  Otherwise any approach will
remain of academic interest only and not do justice to the concept of sustainability at
the interface of science and politics (2002: 7-8).
The problems related to becoming more sustainable can no longer be addressed with just
one perspective.  A new governance approach is needed to steer the current system into a
more sustainable direction. To date, societal advances and improvements have made some
difference in making transportation systems more sustainable, but there still remains much
more to do. Policy-makers, politicians and planners are up against some major hurdles in
attempting to reach such an ambitious goals and the need for a new approach to do this is
paramount. ‘Transition Management’ is one such approach. It tries to fill the current gaps
in knowledge and to address some of the fundamental problems societies have in bringing
about more sustainable transportation systems.
                                                
5 Fore more detailed information about obstacles see Appendix B.
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1 Problem Formulation
1.1 Research Question
This project deals with a new approach to mitigate the problems of the current
transportation systems. There is a concern about the negative environmental side effects of
life in modern societies and it will be argued that current transportation systems are highly
unsustainable. It has been shown that the current policy approaches so far, despite some
undeniable positive results, have not been capable of reversing the ongoing trends towards
increased car ownership and higher levels of traffic. Scientist and policy analysis groups
(especially OECD and IEA) have developed a broad range of policies and concrete
instruments to solve or mitigate the associated problems (see IEA and OECD 2001, 1997,
1995; OECD 2002, 1996). Some rather successful case examples like Curitiba, Brazil, and
Strasbourg, France, demonstrate that improvements are possible, but in general, great
obstacles against major changes of the current transportation system exist.
New ideas and methods to address the environmental concerns are continually being
developed. One such idea, which has currently been adopted by the national government in
the Netherlands, is called ‘Transition Management’. The proponents of this approach argue
that the persistent and growing problems in a sector like transportation,
…cannot be solved with the traditional short-term approaches. In order to
properly address complex problems of this nature and to be able to make the
transition to a sustainable society, a new policy – or governance – approach
has to be adopted that is better fit to deal with the increasing complexity and
diversity (Loorbach 2002: 1).
P.D. Raskin says that the tasks of sustainable development are “titanic challenges to
science, institutions and values” and they require a “systemic approach” (2001: 192).
Raskin’s statement highlights reasons why transportation can be an important platform to
increase environmentally sound goals. Transportation is a complex, highly interlinked
component of modern economies, environments and people’s quality of life.
Transportation planning is therefore a good area to develop this needed “systemic
approach” Raskin talks about. The founders of ‘Transition Management’ claim that in
order for sustainable development to come about, a “more integrated approach oriented to
long-term benefits…” is needed (Kemp and Rotmans 2003: 18). This integrated approach
involves all stakeholders in order to create a more solid understanding of what
sustainability means for society. In this way, ‘Transition Management’ attempts to bring
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some clarity to the often vague and overused term of sustainable development, while
attempting to address the difficulties that societies have had to date in bringing about the
needed societal changes towards more sustainable policies.
The aim is to make transportation systems more sustainable and more research on how to
do this is needed. This is a quite a difficult undertaking and there are many concerns about
it.  However, these are not seen as hindrances, but rather challenges to overcome and work
through. The project focuses on personal transport and a case study is conducted in the
Greater Copenhagen Area. We will investigate the potential role of the regional
transportation authority HUR (Hovedstadens Udviklingsråd) in a ‘Transition Management’
process to see if this new approach has any practical implications.
The research question for this report is:
Can ‘Transition Management’ be used in developing more sustainable transportation
within the Greater Copenhagen Region? If so, how?
The project is centred on ‘Transition Management’ as a new and theoretically promising
approach and the possibilities of using this governance model6. The authors of this report
are aware that the use of the model in a “real world” application will not guarantee the
development of sustainable transportation, but it will be argued that the model has the
potential to make sustainable transportation more likely. The focus is not, however, on
actually developing new modes of transportation or trying to prove the success or failure of
the theory. This paper is trying to research the practicability7 of ‘Transition Management’
as a model from the perspective of a regional transportation authority. In order to do this,
the theoretical part of this project focuses on the discussions of the theory. The empirical
part will focus on a regional transport authority as a case study through an actor analysis.
As Rotmans et al. put it, ‘Transition Management’ is something new, with which practical
experience must be gained…it is important to explore what ‘Transition Management’ will
imply for various concrete cases” (2001: 67). The authors of this paper assume that only if
‘Transition Management’ holds some practical value, can it have an effect on the ‘real
                                                
6 According to the Dutch researchers who came up with ‘Transition Management’, they refer to it as a
“model”, a “perspective”, a “theory”, and an “approach”.  In this report, those terms are used
interchangeable. The perspective chapter will discuss in more detail what exactly ‘Transition Management’
is.
7 The word “practicability” means how useful something is, or the ability of something to be put into action.
It is used synonymously with “applicability” in this report.
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world’. Otherwise the approach will remain of academic interest only. The underlying
normative assumption is that theoretically ‘Transition Management’ can be beneficial for
HUR, but nobody knows how to do it.  It is the aim to find out what elements of
‘Transition Management’ can work and what cannot work with the case study. This report
is meant to be a contribution to the recent discussion about governance of transitions
towards more sustainable transportation.
1.2 Working questions
In order to solve the research question, several guiding questions will serve to reinforce the
needed knowledge to answer such a question.  These questions will also serve as a
framework in which to work with to help guide and maintain consistency throughout the
project.  These questions are:
1. How did ‘Transition Management’ come about in the Netherlands?
2. How is ‘Transition Management’ being implemented in the Netherlands?
3. How is the planning of transportation systems carried out within Denmark and within
the Greater Copenhagen Region?
4. Who are the main actors in transportation planning process?
5. What are some of the existing projects that HUR is involved with to make transportation
more sustainable?
6. What are some of the challenges HUR and other actors in the Greater Copenhagen
Region are facing with creating more sustainable transportation systems?
7. What could be the potential benefits for HUR in using ‘Transition Management’?
8. What could be the potential barriers to using ‘Transition Management’?
9. Does ‘Transition Management’ lead to more insight into the possible coherence and
synergy between various policy efforts?
10. Does it require changes in the way in which policy is made and organised?
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1.3 Definitions: sustainable development, sustainable transport,
transportation system and transportation mobility
Sustainable Development
It is important to define what sustainable development is as this report is attempting to
develop more sustainable transportation systems. One of the first places the concept of
sustainable development was mentioned was in Limits to Growth (Meadows et al., 1972)
by the Club of Rome. That same year, the United Nations held its first world conference on
Human Development in Stockholm. Although the word “sustainable” was not directly
used, the idea of creating a balanced approach to development was carried back to each of
the countries present and the meaning soon began to receive attention by world
governments.  Later on, sustainable development became more widespread when the
United Nations presented the Brundtland Commission’s report called, Our Common
Future (WECD, 1987).  The classic and most quoted definition of sustainable development
from this report states that it is “development that meets the present needs without
compromising the needs of future generations” (ibid: 1987). This definition will serve as
the basic underlying assumption of this report. The authors of this report recognize the
ambiguous nature of the term sustainable development. The objective of achieving more
sustainable development in the transportation sector will have to come about by addressing
this ambiguity and complexity of modern societies. This ambiguity of the term has allowed
it to be adopted by many governments but at the same time there exists a lack of needed
direction to carry out sustainable development policies. Governments are caught between
providing for the needs of the present while also ensuring future generations can meet at
least the same level as the present.
The Brundtland Commission’s report sees growth as a necessity to bringing about
sustainable development when it states that underdevelopment leads to the destruction and
abuse of resources (WECD, 1987). Although some critics have argued for a total stop to
development and growth, the Commission’s report is far more realistic in its assumption
that most societies are, and will continue to grow both economically and in population in
the near future. It is the way in which they grow that the report hopes to change and it is
this more realistic viewpoint that this report has adopted.
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Sustainable Transportation
Sustainable transportation is highly linked with sustainable development. The development
of more sustainable transport modes, infrastructure, investments and technologies are all
related to sustainable development. For this report, sustainable transportation can be
described as one where the environmental impacts of the transportation system are
minimized significantly as to be more in line with the principles of sustainable
development. This could come about in a variety of ways, such as increasing efficiency,
car sharing, better transport services, tele-working, mobility management and other
services designed to combine user benefits with environmental concerns. To bring more
clarification to the term, the OECD definition of sustainable transportation will be adopted.
The report, entitled Sustainable Development: The Need to Refocus Transport Sector
Policy (1996), states that in order for transport policy to become more sustainable, it must;
• Ensure that a continuing capability exists to support an improved standard of living
(economic and financial sustainability);
• Generate the greatest possible improvements in quality of life (environmental and
ecological sustainability); and
• The benefits that transport produces must be equitably shared by all sections of the
community (social sustainability)
It is recognized that the goals set up by the OECD are quite ambitious. No clear vision how
to reach a more sustainable system has yet been accepted.
Transportation System
The basic definition of a transportation system is a “facility consisting of the means and
equipment necessary for the movement of passengers or goods”8. This narrow definition
only focuses on transport infrastructure and a much broader definition is needed. When
referring to a transport system within the context of this project, it will be assumed that
transport policies, individual values, habits, safety and all transportation actors be also
included. A more encompassing term for transportation system can be defined as
something that “integrate all modes of travel…including transit, bicycle and pedestrian
                                                
8 http://www.thefreedictionary.com/transportation system
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linkages, and the automobile; and includes a whole range of technologies, facilities, and
transportation management strategies”9.
Transportation Mobility
The concept of mobility is quite complex. It is used in many disciplines, not just in relation
to transportation. Transportation mobility should only be seen as part of the broader
concept of mobility, although it will be the focus of this project. For the purpose of this
project, mobility will be seen as geographic mobility, “incessant movements of individuals
(and commodities) in society at large” (Høyer 1999: 13). A more general definition of
mobility is given below;
Mobility is an expression for both the potential for movement and the volume
of the actual movement taking place.  It can be linked to persons, goods, and
resources.  It can be applied at an individual level, that is, for a person or a
commodity. However, it can also be applied within sectors, or at a superior
societal level (Høyer 1999: 14).
It is important to also be aware of the term accessibility within transportation. According to
Litmann and Burwell, “the ultimate goal of transport is accessibility, the ability to obtain
desired goods, services and activities. But access is difficult to measure so transport
planning tends to focus on traffic (vehicle movement) and mobility (the ability to move
people and goods)” (2003: 7). Therefore the more holistic approach of transportation
system is needed in order to provide policy makers with a better framework for
transportation policy.
1.4 Methodology: Actor Analysis through Interviews
To answer our cardinal question we will use a mix of methods. Firstly, the more theoretical
part about transitions and ‘Transition Management’ is based on a thorough literature
review of the main papers about this new approach and on a discussion with the main
authors. An interview with Kemp was conducted and e-mail contact with Rotmans and
Loorbach has been carried out. These are the three people who developed the theory. The
concepts and main points of ‘Transition Management’ will be reviewed and critically
discussed.
Secondly, as we are trying to bring some practical value to this theory we will look at the
potential of ‘Transition Management’ within the transportation sector in the Greater
                                                
9 U.S. Department of Interior, National Park Service,
http://www.nps.gov/transportation/alt/sys_definition.htm
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Copenhagen Region. The conducted case study investigates the usefulness and possible
application of the concept to regional traffic policy and planning. This more empirical part
of our project will use a method called actor analysis, which is recommended by Rotmans
et al. to research transitions,
An actor analysis tries to map the various social actors that play a role in a certain
process. Furthermore, the action perspectives of the actors concerned are
examined, as well as the amount of room they have to maneuver. Actor analysis
usually takes place on the basis of a participatory process in which the actors to be
examined are actively involved. Such a participative process can vary from
interviews to game situations or a focus group approach (Rotmans et al. 2001: 16).
Managing transitions “requires in the first place a thorough analysis of the actors involved.
This analysis should explicit the perspectives of the various actors, on which one transition
objective is based” (van der Vlis 2002: 3). The paper follows this approach by conducting
an actor analysis of HUR.
‘Transition Management’, however, is a multi-actor approach and includes the four key
societal actors, the governmental bodies, companies, NGO’s and knowledge
institutes/experts (Loorbach 2002: 6). All these actors have an important role to play in the
process and need to change their behaviour and practices. Due to time restrictions, we will
exclusively focus on the possible role of HUR. However, this does not mean that we
neglect the importance of other actors in this holistic approach. By considering and
investigating HUR’s action perspective, which of course includes co-operation with other
societal actors, we indirectly incorporate the other decisive actors into our analysis.
We base our analysis on documents about the current structures of transportation policy
and planning, about the actions taken, developed targets and strategies. The use of
interviews with experts from within the organization and those familiar with HUR
transport planning will support this more structural side of the argument with empirical,
qualitative data of ‘insiders’ and their ideas about ‘Transition Management’, the obstacles
and potential. Since they are the people ‘on the ground’ that would have to implement
‘Transition Management’ their personal and subjective view of this approach is important
and can make a difference. This is an important part of our chosen approach because “there
has to be interaction between scientists and practical experts (who hold ‘tacit knowledge’).
Within the context of ‘Transition Management’, scientists will be co-developers and
innovators of knowledge, together with practitioner of all sorts” (Loorbach 2002: 12).
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The study is meant to have a practical value for policy makers and planners. From this
point of view it is absolutely necessary to incorporate experts and people who are working
in this field. The study follows a deliberate approach where options are identified in a two-
way communication process. In our choice of interviewees we tried to incorporate people
from different units within HUR and outsiders with important knowledge to obtain
information and views from different perspectives. The interview partner selection was
based on the principle of catching a diversity of opinions and experiences by interviewing
people from different sections of HUR with different backgrounds, with different tasks and
from different political parties.
The interviews have been conducted as semi-structured exploratory interviews to allow for
openness, while maintaining focus of the key issues attempting to be addressed.
Exploratory interviews are supposed to be open and have little structure. They introduce an
issue and follow up on the interviewees’ answers and seek new information about and new
angles on the topic (Kvale 1996: 97). The study adopted this exploratory interview
approach, because its main purpose is the “discovery of new dimensions of the subject
matter” (ibid: 100) and to enrich the authors more theoretical knowledge about
transportation policy and planning with the experts understanding of the meanings in their
daily life, their experiences and self-understanding. Only this qualitative approach enables
the authors of this study to investigate practicable ways to use the concept of ‘Transition
Management’.
The main issues in the interviews were the problems with the current transportation
system, with the current transportation planning and policy and feedback about ‘Transition
Management’. We provided the interviewees in advance to the interviews with brief
information about ‘Transition Management’. During the interviews we discussed the
concepts of ‘Transition Management’ and what it can mean in the specific context of HUR,
how potential initiatives could be carried out, the possibilities of it helping to create more
sustainable transportation as well as the obstacles for adopting and implementing this new
approach.
All the interviews have been recorded and were transcribed by the authors of this report.
The analysis of the interview transcripts is based on meaning interpretation inspired by
hermeneutical philosophy. Kvale describes this approach as follows,
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The researcher has a perspective on what is investigated and interprets the
interviews from this perspective. The interpreter goes beyond what is directly
said to work out structures and relations of meaning not immediately apparent in
a text. This requires a certain distance from what is said, which is achieved by a
methodological or theoretical stance, recontextualizing what is said in a specific
conceptual context (Kvale 201).
This report uses this approach for the analysis. ‘Transition Management’ provided
the authors with the mentioned necessary theoretical perspective from which the
interviews are analysed and interpreted.
1.5 HUR (Hovedstadens Udviklingsråd) as a case study
‘Transition Management’ calls for more and better coordination between various
government units in order to better achieve sustainable development. The regional
authority of HUR was picked for this report because in many ways it represents the
foundation for an integrated transportation authority and therefore is more likely to
successfully implement ‘Transition Management’. On top of this, the Greater Copenhagen
Region is the most important area in Denmark as over one-third of the Danish population
resides there. It can be seen as a trend-setter or forerunner for the rest of the country. HUR
was created in 2000 from the old transport authority, HT, and in the process was given
more responsibilities and duties. This new regional transport authority was formed to be
better able to plan and deliver transport services to the expanding Copenhagen Region
(HUR web page). In its creation, it took over responsibility for local railways, traffic and
region planning as well as a host of other duties, such as tourism and business
development. The report, Traffic and Environmental Planning-The Regional Perspective,
by the Danish Environmental Protection Agency, advocates for a more integrated regional
authority to address the transportation problems and to combat the environmental concerns
related to increasing traffic volumes (DEPA, 2000). Public initiatives, according to the
report, have so far only concentrated on urban-area traffic, when in fact, regional traffic
levels are growing much faster (ibid, 2000). Local initiatives are important, however, a
broader and more regional viewpoint on traffic is needed to make transportation more
sustainable. The report concludes that better cooperation is needed between local
authorities and the counties in planning and that economic growth will have to be
addressed. Currently, every municipality competes for investments and people, reducing
the priority of traffic and environmental concerns. Being a regional authority allows HUR
to possibly carry out what is being recommended in this report.  Addressing sustainable
transport issues on a regional level would better allow the Greater Copenhagen Region to
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address the environmental concerns of traffic. HUR, being a regional transport and
planning agency, represents a good case study for the aims and objectives of this report.
This expanded and integrated role that HUR now has makes it even more likely that the
‘Transition Management’ model can be carried out within the framework of the
organisation. A more narrowly focussed transport authority, such as those found in other
cities that solely manage the traffic system and infrastructure, would make it harder to
implement ‘Transition Management’ due to limited responsibilities of the transport
authority. To overcome the barriers to sustainability, Martin Jänicke and Helge Jörgens
state that,
The policy innovation resulting from the sustainability debate lies in the emphasis
placed on setting long-term goals on a broad political and societal basis, the
integration of environmental policy objectives into other policy and the
mobilisation of additional decentralised societal capacities (1999: 177).
As an organization, HUR, being a broader and more integrated regional authority, would
be in a better position to set longer term goals and to receive more political support to
integrate environmental concerns beyond the local level. The current decentralised nature
of planning within the Greater Copenhagen Region does little to help overcome problems.
The Greater Copenhagen Region needs an authority that can help create a future vision of
how future transportation needs will be meet in a more sustainable manner.
For a more detailed look into the organisation of HUR, please see Chapter 3, section 4.3.
1.6 Brief Chapter Outline
The second chapter of this report deals briefly with the Dutch approach to environmental
policy and planning in order to shed some light on where ‘Transition Management’ came
about. The focus will be on the Fourth Dutch National Environmental Policy Plan because
it has officially adopted this concept. Some similarities and differences between the Dutch
and the Danish approach to environmental policy and planning will be highlighted and it
will be argued that the application of ‘Transition Management’ seems to be possible in
Denmark.
The third chapter describes the core concepts, basic assumptions and main points of
‘Transition Management’. The theory is also critically discussed and the possible potential
of ‘Transition Management’ will be highlighted from a theoretical point of view.
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The fourth chapter presents two empirical examples of implementation in the Netherlands
(Limburg, Utrecht). In those two provinces two different implementation approaches have
been followed and this material is used to inform our Danish case study. The SCENE
model will also be described here as one way to structure complex systems from a
‘Transition Management’ viewpoint.
The fifth chapter describes the political decision structure in transportation policy and
planning in Denmark and the division of labour between the different authorities. A brief
look at the national transportation policy will be included as it provides an important
framework for the local and regional planning. Also, a short introduction to HUR, its
history and competencies will be given. Other public transport actors in the Greater
Copenhagen Region and the institutional set-up surrounding HUR will be looked at to
provide a framework for the case study conducted.
The sixth chapter briefly outlines the interview process and presents the interviewees.
The seventh chapter investigates ways in which ‘Transition Management’ could be used
by HUR to make transportation systems more sustainable. The structural room to
manoeuvre has to be mapped out, as well as the current problems within the planning and
decision-making process have to be analysed. The interviews with different people from
HUR provided the authors with ‘insider knowledge’ about the obstacles and the chances to
use ‘Transition Management’ as a new approach. The analysis is structured around the five
concepts of ‘Transition Management’ that play a major role with regard to regional
authorities.
The eight chapter sums up the findings of our paper and answers our cardinal question.
We will map the tasks for further research on ‘Transition Management’ and its practical
applications.
The ninth chapter classifies ‘Transition Management’ as a perspective with specific
principles. This chapter also puts the findings in the context of a broader issue discussed in
Denmark at the moment: the debate about the re-structuring and re-allocation of tasks to
the municipalities. The authors also claim that this debate can be seen as a ‘window of
opportunity’. Some policy recommendations for HUR and other political levels are
presented.
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2 Environmental Policy and Planning in the Netherlands and
     Denmark
2.1 Dutch National Environmental Policy Planning
The Dutch have a long history of cooperation that has partly came about due to its special
environmental conditions. With over half of the land area of the Netherlands below sea
level, a long tradition of working together to solve the problem of holding back the sea has
emerged.  This cooperation is referred to as the ‘polder model’ in the Netherlands and
according to many; it can help explain the governmental and societal structures of the
country (De Jongh and Captain 1999: 16). With one of the world’s highest population
densities combined with a highly industrialization economy, environmental problems in
the Netherlands are often on the political agenda. The Netherlands, along with many
western countries, followed a similar path of environmental awareness starting from the
1960’s with Rachel Carson’s Silent Springs (1962), Limits to Growth (Meadows et al.,
1972) by the Club of Rome, and finally the United Nations conference on Human
Development in Stockholm in 1972. These developments forced governments to become
aware of society’s impact on the environment and this led to a variety of different methods
to attempt to reduce environmental pollution. As a result many end-of-pipe solutions were
proposed along with land use planning measures to reduce negative environmental effects.
This too, also occurred in the Netherlands, but a new approach also emerged during these
times. A group from Leyden University was formed and they called their viewpoint, the
“Leyden Approach”. Rather than simply looking at end-of-pipe and restrictive measures to
environmental problems, the group attempted to find the root causes of polluting activities
via a multi-disciplinary approach. By bringing together many different disciplines, the
group believes that society can more comprehensively understand how best to overcome
the fundamental problems of environmental pollution. The people from Leyden have been
influential in various government posts, especially with the development of the first and
subsequent National Environmental Policy Plans.
2.2 The 4th National Environmental Policy Plan in the Netherlands
(NMP-4)
Environmental planning in the Netherlands has had a legal foundation since 1993,
however, the 1st National Environmental Policy Plan was created in 1989 and at the time
the country was considered very forward thinking and a pace-setter in its approach to
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tackling environmental issues (Jänicke and Jörgens 1999: 179).  After the 3rd National
Environmental Policy Plan was created in 1998, Dutch authorities began to look more long
term into the future, as well as into the past in order to overcome some of the persistent
environmental problems that past plans had failed to solve. For far too long governments
have been relying on end of pipe solutions and clean technologies to solve environmental
problems, yet these were not overcoming fundamental flaws in the system. It was argued
that the problems in the Netherlands needed a different policy approach and that “system
innovation” was needed (Kemp and Loorbach 2001). The Dutch government brought
together a number of different research units all working on sustainable initiatives,
sustainable technologies and other methods and programmes to bring about system
innovation. On top of this, several researchers were asked to come up with a model to
manage transitions (ibid: 10). The model would prove to be so attractive that is was
adopted in the NMP-4. The NMP-4 focuses on seven obstacles for bringing about
sustainability and identifies seven problem areas over the next 30 years where ‘Transition
Management’ will be applied (see appendix B and C).
Regarding the adoption of ‘Transition Management’ to overcome environmental problems,
the NMP-4 document states,
Solving the major environmental problems requires system innovation; in
many cases this can take on the form of a long drawn-out transformation
process comprising technological, economic, socio-cultural and
institutional changes. The period until such a transformation is complete
can be seen as a transition. During the transition, objectives are formulated
and modified and interrelated policy instruments are applied. Transitions
require a type of co-ordination by the government with the concepts of
uncertainty, complexity and cohesion at its core. Long-term thinking is the
frame of reference in which short-term decisions must be taken.
‘Transition Management’ requires that the government learns to deal with
uncertainty, in part by working with scenarios, paying attention to the
international dimension of processes of change and keeping options open
as long as possible (NMP-4 2003: 30).
In relation to transportation, Chapter Five of the NMP-4 contains the start of the
Netherlands transition to a more sustainable energy and transport system.  The focus of the
Dutch NMP-4 will be on “incentives for the development and application of efficient,
clean vehicles and cleaner fuels” and that the “social costs of mobility are to be charged as
directly as possible to the user” (NMP-4 2003: 35). As well as these points, a commitment
to reduce air pollution and noise levels are also made, as are “…over 200 quantitative
targets and corresponding measures, such as covenants with the principal polluting
‘Transition Management’ in Developing a More Sustainable Transportation System
Caruso & Kern 27
industries…” (Jänicke and Jörgens 1999: 186). The NMP-4 does not go into great detail
about how to accomplish these goals; it sets up the framework and the national vision for
where the country should be in 30 years time. Each individual ministry within the national
government is expected to come up with their own plan for a transition to more sustainable
policies as are each of the provinces within the Netherlands (ibid., 189). To date, the
Ministry of Economic Affairs has been very active in the process and has taken the lead in
applying the transition model developing to energy supply from coal to more sustainable
supplies (Kemp and Loorbach 2003: 2). The Ministry of Transport, on the other hand, has
been slower to implement ‘Transition Management’. According to Loorbach, one of the
researchers behind ‘Transition Management’, the reason for the Ministry not implementing
‘Transition Management’ faster has,
Mainly to do with the culture within the ministry (of Transport) that they are
traditionally technocratic thinkers.  Implementing ‘Transition Management’ always
leads to reflexive change, but within this ministry, it has been very difficulty to
implement.  The dominance of the car-industry also has something to do with it, but
they themselves are now trying to also stimulate the process…(Loorbach 2004).
The Ministry of Transport’s difficulties in bringing about ‘Transition Management’ raise
some questions as to the challenges that government has in changing their own practices.
Change is not easy. According to Richard Luecke, from Harvard Business School and an
expert on managing change and transitions within organisations, up to 70% of change
initiatives fail to meet their objectives (2003: 33). Such a low success rate is often
contributed to lack of, above other things, coordination and commitment (ibid, 2003: 44).
The NMP-4 and the National Government have already made its commitment to change,
however the question remains if the different ministries can effectively coordinate the
change processes within ‘Transition Management’. One of the strengths of ‘Transition
Management’ is its focus on coordination of government policy and plans.
What distinguishes the NMP-4 from other plans lies is that ‘Transition Management’ to
attempt to overcome the obstacles of reaching its own objectives. According to Jänicke and
Jörgens, “almost all plans (environmental) refrain from making a detailed analysis of
obstacles to attaining policy objectives, and thus fail to draw and conclusions from
previous policy failures in environmental protection…the success of environmental plans
depends so heavily on realism” (1999: 192-193). The realism found within the NMP-4 can
be seen in the way ministries cooperate with one another, instead of acting alone, it can
been seen in the way policies are continually adjusted and reflected upon to deal with the
changing environmental situations, and it can finally be seen in the way in which it
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includes many actors from different fields to solve environmental problems. This last point
is important for a new approach to solve environmental problems. In order to address
environmental concerns, actors, along with their motivations, goals and positions must also
be examined, as targets are set. Cohen and Kamieniecki see the NMP-4 as “the most
remarkable empirical example of such an approach” as it includes a “thorough and
scientifically based target-group approach” (2001: 193). This forward thinking and
innovative approach moves away from the criticism of other country’s environmental
plans. Often national environmental plans are vague with their targets, are too traditional
and lack the long-term visionary thinking needed in order for them to be effective (Jänicke
and Jörgens1999: 192).
2.3 The Netherlands and the Denmark Link
The NMP-4 identifies seven major obstacles for sustainable development (see Appendix
B). These obstacles are written for the Netherlands but they could easily be seen as more
general problems found in most European countries, such as Denmark. In terms of policy
and planning developments short-term thinking, fragmentation and institutional
shortcomings along with a shortage of policy instruments and failure to address uncertainty
are also noted in Denmark, as they are in the Netherlands. For these reasons, it is important
to investigate how the Dutch are attempting to overcome these shortcomings yet in a more
‘Danish’ framework. There are many similarities between the two countries that allow for
a Dutch inspired perspective to be used in Denmark.
‘Transition Management’ was developed in a Dutch context and represents a special type
of culture found in the Netherlands. This ‘polder model’ culture does not exist in Denmark,
nor does the Danish government carry out environmental planning in the same mode as
their Dutch counterparts. Despite this, however, both Denmark and the Netherlands have
many cultural similarities and share similar environmental problems, all indicating that
‘Transition Management’ could also be applicable in Denmark.
Danish environmental planning and protection is more decentralised than found within the
Netherlands. (ibid: 183-185). This point, however, serves to strengthen the regional-based
analysis of this project. Much of the environmental planning and policy development takes
place on a regional level in Denmark and therefore it is logically to conduct the research on
this level. The two countries are also viewed as having a high level of commitment to
environmental protection; sound commitments to innovation development and they both
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have a forward thinking political culture. Denmark was also one of the first countries to
come out with an environmental action plan for development (ibid: 178) and it has since
1988 launched an actively oriented environmental technology policy (Hansen, Holm, and
Søndergaard, 2003: 1). Studies have shown that environmental policy spreads amongst
countries as governments further develop and expand their own environmental plans
(Kern, Jörgens et al 2000; Kern 2000; Tews, Busch et al 2003). ‘Transition Management’
as a new governance approach is one idea that could spread to other countries and
therefore it is important to investigate how, and if this can be done.
There already exist many formalised settings where the two countries work together and
communicate ideas. Denmark and the Netherlands are both members of the EU, OECD,
along with a host of other international institutions, allowing for a wide range of networks
in which ideas and policy discussions can be exchanged. As well, both countries do not
have a car industry. Large multinationals, such as car manufactures, can often be very
influential in policy development with national and local governments and they could
create resistant to any measures that may reduce their profits (Smith and Doyle 2002). The
absence of a car industry in both countries may allow for a greater political acceptance of
‘Transition Management’. Finally, both Denmark and the Netherlands are often cited side
by side within numerous research papers on the environment, indicating that these
countries are indeed at the forefront in many aspects of environmental policy (Hansen and
Larsen 1999; Tews, Busch et al 2003). Therefore, for these above reasons, it can be
concluded that there are many similarities between the two countries. It is believed that the
research questions about how ‘Transition Management’ can be used in Denmark will be
possible to undertake due to the cultural and environmental relationship these two
countries share.
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3 ‘Transition Management’
3.1 The Core Concepts and Main Points of the New Theory
3.1.1 Transitions
Transitions are rooted in biology and population dynamics. It is often employed in studies
about demography and is used to illustrate the development of birth and death rates in a
society over a period of time. The typical development in all industrialised countries
showed a change from a relative stable equilibrium with a high birth rate and a slightly
smaller death rate to a fast drop in the death rate followed by a drop in the birth rates with a
time lag. After this change a new equilibrium is achieved, but meanwhile the population
increases significantly. This process is called demographic transition and it covers at least
one generation, and is seen as an important challenge for developing countries (see for
example Münz and Ulrich 1999).
Figure 1: The Demographic Transition
(Source: Pidwirny 2001)
Some authors in the Netherlands recently adopted the concept of transitions “to describe
broad societal changes and to explain their mutual connection…The concept of transition
is, therefore, a heuristic, with which the complexity and coherence of social changes can be
described and explained” (Rotmans et al. 2001: 14). What is new, however, is the use of
the concept in the mentioned context. They define transitions as follows,
Transitions are social transformation processes in which society or a
complex subsystem of society changes in a fundamental way over an
extended period (more than one generation, that is 25 years or more).
Transitions have the following characteristics:
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• They concern a structural change to society or a complex
subsystem.
• The change process is a gradual one.
• There are technological, economic, ecological, social-cultural and
institutional developments at different scale levels which all
influence and reinforce each other.
• A transition is the result of slow changes (development in stocks)
and fast dynamics (flows).
• They cover at least one generation (25 years) (ibid: 3).
To clarify the notion of a transition Rotmans et al. describe a number of social
transformations in terms of transitions like the change from sailing ships to steam ships,
the change from steam to electricity or the change from damming to accommodation in
water management (2001: 25-26). All of these social transformations can be characterised
as transitions, but not every social phenomenon is a transition. After Rotmans et al. the
concept of transitions is only used to “describe time-consuming, societal transformations
(structural changes) and is, as a result, different from the emergence of new trends and
innovations (developments in a domain) (2001: 31). Examples for non-transitions are the
demographic ageing, the fall of the Berlin wall or the transfer from cars with an internal
combustion engine to clean and intelligent cars (ibid: 31).
Kemp and Rotmans propose the following typology of transitions:
• Evolutionary transitions, when the outcome is not planned in an important way;
• Goal-oriented (teleological transitions), when a (diffuse) goal or vision of the end
state is guiding decision makers, orienting strategic decisions of private decision
makers (2002: 3-4).
Only the second type of a transition offers the prospect to incorporate environmental
concerns in the change process, therefore the paper only deals with this kind of transitions.
Transitions are a complex process and it is important to keep in mind, that “in goal-
oriented transitions there is still an evolutionary process working of variation and
selection” (Kemp and Rotmans 2002: 4). A transition cannot be predefined and is hard to
foresee, because it consists of developments in different areas. The interplay of various
factors is important: “A prerequisite for transitions to happen, is that several developments
in different domains at different scale-levels come together to reinforce each other. To use
a mechanical metaphor, all social phenomena have impulse values for transitions, but only
some provide a flywheel force” (Loorbach 2002: 3).
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Figure 2: Reinforcing cogwheels
(Source: Loorbach 2002: 3)
The above chart depicts the nature of a transition as a co-evolutionary process that consists
of developments in different domains of society. It puts emphasis on the complexity of a
transition process and is completely different from the picture of government as a steering
mode. Transitions can be considered “as a process of system innovation and social
transformation” (Rotmans et al. 2001: 15). In how far is it possible to influence such far
reaching processes of change? One could question, as van der Vlist10 did, “whether
transitions can be managed in such a way that economical, ecological and social goals are
met in one concerted process?” (2002: 3).
3.1.2 Managing Transitions
Transitions cannot be controlled. The term ‘management’ in ‘Transition Management’ is
used not in a controlling, top-down sense but rather, it attempts to guide and influence
transitions towards more sustainable systems. The possibilities for managing transitions,
the role of government, the new type of planning that ‘Transition Management’ advocates
for and finally, the transition arena will all be discussed in this section.
Many different processes influence transitions and it is therefore, impossible to ‘manage’ a
transition. Instead, what ‘Transition Management’ attempts to do is to influence the speed
and direction of a transition.  The idea that transitions are viewed as “macro-outcomes of
micro-decisions (in a changing landscape) that cannot be reduced to specific events and
decisions” is important for transitions and ‘Transition Management’ (Kemp and Rotmans
                                                
10 Van der Vlist is Director General of the Directorate General Environmental Policy in the Dutch Ministry of
Housing, Spatial Planning and the Environment.
‘Transition Management’ in Developing a More Sustainable Transportation System
Caruso & Kern 33
2002: 7). The resulting transitions of collective structures within a landscape shape future
society.  Issues related to co-ordination are therefore seen as the core foundation for
adopting ‘Transition Management’. Kemp and Rotmans state that, “environmental
problems can be viewed as problems of system coordination besides as problems stemming
from the non-internalisation of external costs” (2003: 6). In this way, it is important to
discuss the management of transitions within the context of the institution in charge of
such a process. This is done through various direct and indirect steering and coordinating
mechanisms. Three types of co-ordination are used within ‘Transition Management’:
markets (price mechanism), planning and institutions (structures and shared beliefs) (Kemp
and Rotmans 2002: 8).
The first type of coordination mechanism is the markets or price mechanism. Prices allow
actors to coordinate decisions by informing them about the value and scarcity (supply and
demand). Litman and Burwell also suggest that this is important, “strategies that reflect
market principles (more efficient pricing and more neutral planning practices) are more
effective at achieving sustainability than more arbitrary strategies that restrict vehicle use”
(2003: 10). Economic decisions are coordinated through plans or through a set of goals
(i.e. state/company planning), the second coordinating mechanism of planning involves
hierarchy and control; telling individuals and companies what and how much to produce.
The co-ordination through institutions via practices, norms and shared beliefs are factors
that shape decision making.  They also influence people in what they do by “telling people
what to do, limiting the choice set, and reducing uncertainty” (ibid: 8). It is important to be
aware of all three mechanisms when studying transitions.
In the past, environmental goals within environmental plans have had some success in
influencing society to become more sustainable. According to Glasbergen, however,
“unlike past (environmental) plans, sustainability issues are now socially situated, bringing
into focus the issue of how complex societal processes can lead to sustainable
development” (Kemp and Loorbach 2003: 4). Past achievements are now seen as
insufficient from a sustainability point of view. There is a growing realisation that in order
for complex problems to be solved, the awareness of the different actors and their positions
needs to be examined (Kemp and Rotmans 2003: 8). The Dutch NMP-4 has adopted this
viewpoint and measures are included within the plan to organize different societal actors to
overcome sustainability problems within the Netherlands. No other environmental policy
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does this today, this is a new systems approach that will better guide society towards more
sustainable systems is needed. According to Kemp and Rotmans,
Given the institutional barriers to system innovation, policy interventions
should be oriented not just at the economic frame conditions (through the use
of taxes and regulations) but also towards beliefs, people’s outlook on things,
expectations, institutional frames and arrangements. Indicative planning
through the setting of goals, and the creation of networks and constituencies for
alternative systems are ways to do so (2002: 8).
In order to achieve this, ‘Transition Management’ calls for both, a bottom-up and a top-
down approach to manage transitions. Sustainability, as argued by Kemp and Rotmans,
cannot be achieved through top-down government policies, but rather has to be discovered
from within society (2002: 9). Government institutions should play a role in which they
help to facilitate and explore all options available for society, using the three mechanisms
of pricing, planning (management), and institutions, which all operate simultaneously in
transitions (ibid: 9).
In order to manage transitions, the following aspects are required:
? To deal with uncertainties, through the use of scenarios (for example);
? To keep options open and to deal with fragmented policies;
? To stimulate knowledge and technological change;
? To pursue innovation and incremental improvements;
? To take a multi-domain view with attention to all relevant actors;
? To have a long-term orientation and to use this for short-term policies;
? To pay attention to the international aspects of change processes and find solutions at
the right scale and
? A set of specific tasks for the government: to stimulate, mediate, engage in brokering
services, create the right conditions, enforce its laws and engage in steering.
(Kemp and Rotmans 2002: 6-7)
The role of government in managing transitions
Figure 3: The Cyclical, Iterative Nature of ‘Transition Management’
(Source: Rotmans 2003: 17)
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The above graph depicts the cyclical role that governments play in a transition process.
Governments should assume the leading role in helping to formulate visions of where
society would like to be in the future. In doing so, governments must create the right
working environment in which all stakeholders can come together to do this. As well as
coordinating, governments must inspire others, whilst using market forces and making sure
laws and rules are upheld. It is therefore important that their perspectives are carefully
understood. Tasks for governments are to assist in formulating a vision of the future, by
bringing actors together and creating an ideal environment in which to do this in.  In
explaining the importance of actors, Cohen and Kamieniecki state that analysing the
involvement of actors is important and that one should look at “what are the motivations,
goals, positions and resources of each party to comply, ignore or resist the desired
behavioural changes…” (Jänicke and Jörgens 1999: 193). Referring to Cohen and
Kamieniceki comments on the importance of actors, Jänicke and Jörgens go on to say that
“the Dutch NEPP, with its thorough and scientifically based target-group policy, is the
most remarkable empirical example of such an approach” (ibid: 193). The actor-analysis
approach adopted in this report is therefore one way of attempting to bring about more
sustainable transportation in the Greater Copenhagen Region. Institutions, such as transport
authorities, play a coordinating role in the transition process by providing direction,
limiting the choice set and reducing uncertainty. They also have a role to play in the
institutionalisation of successful experiments and innovations into existing policy. The role
of government in the various phases of a transition is depicted below.
Figure 4: The Role of the Government in Various Phases of a Transition Process
(Source: Kemp and Rotmans 2002: 11)
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A New Form of Planning within ‘Transition Management’
‘Transition Management’ is not, in the traditional sense, planning. It relies on market
forces for how efficient it is at being able to deliver needed services. ‘Transition
Management’ engages with market forces, combined with controlling mechanisms, such as
regulations and taxes, along with planning, such as land use planning. It consists of
government acting to secure circumstances that will maximize the possibilities for
progressive social movement by promoting innovation and mitigating negative effects
(Meadowcroft 1997: 27). Even Hayek, the foremost critic of macro planning, sees a role
for context control by government,
…the holder of coercive power should confine himself in general to creating the
conditions under which the knowledge and initiative of individuals is given the best
scope so that they can plan most successfully (Hayek, 1944: 26 quoted in
Meadowcroft, 1997: 19).
Comprehensive planning is not a sensible strategy for changing functional systems because
it is bound to be disruptive. It can be used for big technological works such as aerospace
projects and coastal defensive where services do not have to be customized to individual
needs. ‘Transition Management’ is therefore best viewed as a form of soft planning or
indicative planning. There is a role for specific planning policies, such as land-use and
physical infrastructure. One of the reasons that the Dutch Government adopted ‘Transition
Management’ was that it did not call for a completely new structure and with completely
new policies. Rather, transitions management works with existing policies, in incremental
steps, towards a longer-termed vision of structural change (Kemp and Loorbach 2003: 20).
This type of approach, known as adaptive governance, or indicative planning is contrary to
the command and control planning or top-down planning that is most often used.  In
referring to traditional transport planning, Wilson states that,
The predominant method of transportation planning is instrumental rationality,
a process of optimising means (plans and programs) according to identified
ends (goals). Instrumental rationality requires that the desired ends of a unitary
decision-maker can be known. It assumes that efficient means can be identified
using algorithm-like methods. Instrumental rationality bases reason on logic
and scientific empiricism… In this model, planning activities focus on analytic
issues such as modelling and forecasting, impact analysis and economic
evaluation (2001: 3).
There are elements of planning with ‘Transition Management’, but more in the sense that it
gives direction, whilst also considering uncertainties and learning through innovation
experiments. The planning can therefore be adjusted and re-oriented as time passes to
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better reflect what is learned from innovation experiments and to adapt to changing
circumstance that may arise. It can therefore be called a more evolutionary type of
planning, versus the traditional planning often seen today.
March and Olsen (1995) in their book Democratic Governance offer further proof of the
benefits of this type of indicative planning approach.  They write that political institutions
must cope with three major problems of intelligence change; ignorance, conflict and
ambiguity.  March and Olsen believe that planning must be more adaptive and responsive
to change whilst addressed the three problems mentioned above. ‘Transition Management’
addresses all three concerns of ignorance, conflict and ambiguity, and this offers further
proof of the benefit’s the model holds. Creating stability within a system, such as
transportation, is one way of addressing the uncertainties that government faces when
dealing with future change (ignorance). ‘Transition Management’ advocates for all actors
and stakeholder to come together to solve problems collectively, thereby reducing conflict
and avoiding inconsistencies that currently exist (ie. Danish government finances the new
Metro line in Copenhagen, resulting in people switching from busses to the Metro,
damaging HUR’s financial ability to provide better transport services). Finally, ‘Transition
Management’ attempts to bring about more clarity to issues in bringing about more
sustainability through a more bottom up approach via the use of transition arenas and
societal input (ambiguity). These three aspects of ‘Transition Management’ provide, at
least in theory, the foundation for attainment of more sustainable government policy
planning.
In his work on policy-making and innovation, Foxon believes that this type of approach
(‘Transition Management’) would be essential and enhance the complexity of creating
more sustainable policy plans (Foxon 2003:16). Foxon states,
The Dutch ‘Transition Management’ model provides an example of such a
long-term strategic framework, in which policy-makers and stakeholders
from industry, NGO’s and wider society work together to:
? Define a vision for the long-term future of an industry or sector (like
transportation);
? Agree strategic goals for the medium term;
? Set out transition paths or ‘route maps’ for how these might be achieved;
and
? Agree on support for the initial steps or ‘learning experiments’ along these
paths
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Such a model would, however, have to be adapted to fit the circumstances of a
particular country, institutions and industries (2003:16).
Examining the usefulness ‘Transition Management’ in Denmark and HUR is exactly what
the researchers of this report are doing. By taking the core concepts and ideas of
‘Transition Management’ and adopting them within a Danish and HUR context, a better
understanding of how the model could work and how it can be beneficial to the
Copenhagen transportation sector, will be the result of the analysis.
‘Transition Management’ does not call for specifically defined goals, for the long term, but
rather is aims to reach a “basket of images, not a societal blueprint” (Kemp and Rotmans
2002: 12). No one can know for certain where society will be in 25 years times, but a
direction is needed as to where society would like to be in this time frame should be
chosen. In choosing this “basket of images” institutions could better guide their policy to
meet these images or visions. As these images and/or visions are not concrete, the use of
experiments would continually inform and update the visions. These are done in so-called
“development rounds” where an evaluation and monitoring of experiments are carried out.
In this way, the final basket of images will always be changing to reflect what has been
learned, but the ultimate goals, such as sustainable transportation remain in focus. As well
as analysing what has worked, there should also be room to see what went wrong within
these development rounds. Why certain aspects of a particular experiment have failed
should be asked and how to overcome these failures, for future projects, should be looked
at. In this way, more learning takes place to be used for further experiments and the
experimenting becomes more geared towards societal final visions, in this case sustainable
transportation.
The Transition Arena
The transition arena is where the ideas for innovation and system improvement come about
and it is important to better understand them in order to guide and influence a transitions.
‘Transition Management’ aims for establishing a new arena besides traditional policy
networks, which are not replaced, but complemented to overcome lock-in-situations.
Transition arenas can be seen as a meta-instrument for ‘Transition Management’: they are
open and dynamic networks that bring new actors in and create a stage for new types of
interaction with societal actors (Kemp and Loorbach 2003: 16). A transition arena is meant
to be a long-term oriented forum that includes forerunners, is aiming for system
innovations and institutionalises a problem- and goal-seeking process among different
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actors and the public. It supplements the market and the policy arena (Rotmans 2003). The
government is supposed to set up the transition arena, to facilitate interactions within the
arena and to deliver needed knowledge and background information (Kemp/Rotmans
2003: 13).
Establishing a transition arena could be one of the steps towards capacity building by
shifting the political attention to pioneers, innovators or other visionary people rather than
negotiating system improvements with the established configuration of actors with vested
interests. This shift is institutionalised to counterbalance the existing policy networks
which are often captured by powerful societal actors and which operate without any public
participation. Bringing the public in to gain support for a transition against vested interests
seems to be an interesting and powerful idea, but the current practices of public
participation show a more or less discouraging picture. Public participation is often used
only in a legitimising or instrumental way rather than really giving people a say. If the
public is to be incorporated effectively in a process that leads to a transition of a system, it
is important to let them participate not only as consumers or costumers but also as citizens
with concerns, visions for the future and political opinions.
‘Transition Management’ relies on bottom-up initiatives; particular attention must be give
to the role the public plays in the transition process. Public participation is needed to avoid
a backlash from the public (Kemp and Rotmans 2002: 13). Kemp and Rotmans (2002)
suggest that one way to do this is through a participatory decision making process and by
allowing society to choose the goals (ibid: 13). Including the public in policy making
would more likely lead to wider acceptance of experiments and ideas. This would also lead
to people becoming more aware of what is going on and this knowledge would help to
allay fears and reduce uncertainty from the public. As ‘Transition Management’ is carried
out alongside the traditional decisions making processes, the public therefore will still have
access to politicians, public hearings and debates and other avenues of influencing the
decision making process. It is the hope that through the transition arena, the public will
have a greater say about how projects should be done and what should be done. This is a
break from the normal public participation, where the public is presented with what will be
done and then public approval is sought after. The public, with a transition process, would
have a greater say before the final decisions are made as to which project or experiments
are carried out. The greater role that NGO’s should play within a transition arena would be
another means for which the public would have influence in the process.  NGO’s are not,
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however, direct public participation. Most grassroots NGO’s, being locally based, have the
ability to represent the opinions of their local supporters in often a stronger manner due to
the collective resources of the group.
The following charts depict the way communication should be organized within
‘Transition Management’.
Figure 5: Communication Arenas
(Source: Loorbach 2002: 9)
Figure 6: Diverging and Converging Arenas
(Source: Loorbach 2002: 10)
In summary, ‘Transition Management’ can be described as,
‘Transition Management’ = current policy + long-term vision + coherence +
short-term action for keeping open and exploring options + process management.
The below table summarise the differences between current policy and ‘Transition
Management’.
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Current Policy ‘Transition Management’
Short time horizon (<10 years) Long time horizon (20-50 years)
Facet approach:
Limited number of actors
One scale-level
One domain
Integrated approach:
Multi-actor
Multi-domain
Multi-level
Aimed at incremental change Aimed at system-innovations and transitions
towards sustainable development
Linear knowledge development and
dissemination
Trans-disciplinary and cyclic knowledge
development; learning-by-doing
Monitoring short term ‘flows’ Monitoring long term ‘stocks’
Government (regulation and liberalization) New Governance (network- and self-steering)
Arena of current policy; vertical organization Transition arena; multi actor innovation-
networks, horizontally and vertically organized
(Source: Rotmans 2002)
3.1.3 Levels
Rotmans et al. distinct roughly three different aggregation levels in the social organisation:
• Micro: individuals or individual actors (companies, environmental movements)
• Meso: networks, communities and organisations
• Macro: conglomerates of institutions and organisations, e.g. a nation (2001: 21).
They suggest applying the terms that are being used to describe socio-technical systems to
those three levels, namely the division into niches, regimes and (socio-technical)
landscapes, because they also appear to be useful to analyse broad social changes (ibid:
21).
• Micro/niche level: individual actors or technology
• Meso/regime level: encompasses the dominant practices, rules and shared
assumptions of relevant problems and solution directions which can be seen as the
starting point of the actor’s way of thinking and acting
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• Macro/socio-technical level: material infrastructure, political culture and coalitions,
social values, world images/paradigms, the macro economy, demography and the
natural environment (ibid: 21).
Figure 7: ‘Transition Management’ as a Multi-Level Concept
(Source: Rotmans 2003: 13)
This heuristic concept is meant to help understand “processes of structural change that are
seen as the outcome of the interaction of multi-level processes” (Kemp and Rotmans 2003:
6). Usually, there are some common mechanisms in these processes. For instance,
landscape factors put pressure on a regime of production, whose practices and technologies
are challenged by new solutions pioneered in niches. Normally, regime actors fight and
resist the alternatives and try to improve existing technologies in the first place, but over
time change course by investing in radical solutions. This is a complex and slow process
because regime actors are usually locked into traditional ways of thinking which makes
them focus their attention and resources on improving existing technologies. They don’t
want to loose their prior investments and core competence in certain technologies. This
situation can be changed as a result of pressures or because of new possibilities grown in
niches. The development of new practices or technologies typically starts in niches (ibid:
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6). The experience gained in niches helps to inform the development of new technologies.
One example for a change of course would be the move of Daimler-Chrysler and Ford
towards the application of fuel cells or British Petrol moving into the field of renewable
energy sources (ibid: 6).
The described multi-level perspective of transitions “implies that changes only break
through if the developments at one level follow on from the developments already taking
place at the other levels” (Rotmans et al. 2001: 23). Policy-makers and other actors should
therefore engage in multi-level coordination: The challenge is to coordinate top-down
policies with bottom-up initiatives, e.g. local experiments should inform national policies
(Kemp and Loorbach 2003: 10).
3.1.4 Other Important Actors
In order for a successful transition to take place, the role of societal actors must be mapped
out and a better understanding of them should come about. Governments, citizens,
businesses, innovators, industry and NGO’s all have a role to play within ‘Transition
Management’ and will be discussed in this section. Actors can enhance, slow down or even
stop a transition and it is therefore important that all perspectives are understood and that
every actor has both input to offer and actively takes part. Government alone cannot
develop more sustainable systems. The role of governments has already been discussed in
3.1.2 and therefore only the other actors will be discussed here.
Figure 8: The four key societal actors
(Source: Loorbach 2002: 7)
‘Transition Management’ moves away from a solely top-down approach and therefore,
involving the public is one way of adding more input from the bottom. Through the use of
transitions arenas and discussions about the future, all members of society can have some
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say in the process. The public can take either take an active role as individuals or use
NGO’s as a way of influencing future societal developments. Getting the support of people
and NGO’s is critical if local innovative experiments and ideas are to be more widely
accepted. Without this support, a backlash may occur when results do not happen right
away, and new ideas, however promising, may be rejected or fail. The more public support
there is, the more people can become aware of the fact that transitions to more sustainable
transportation do not happen overnight and that setbacks may occur. With this awareness
and understanding of what is involved, more people are likely to accept the long process to
more sustainable transportation.
The role of knowledge institutions within a transition process is to provide a solid research
foundation to the new ideas and innovations stemming from the transition arena. Research
organisations, such as universities, can bring expert knowledge to the discussion table and
provide the needed critical assessment of projects. They also play a role in bringing
forward new and innovative ideas through their own networks of research and
communication channels. In this way, knowledge institutions can bridge the gap between
more theoretical ideas and practical application. In the Netherlands an entire new network
was formed to bring about sustainable transitions and system innovations. This network is
known as the Dutch Knowledge Network on System Innovations: Transitions to a
Sustainable Society (KSI), and it consists of over 60 researchers from all disciplines, 11
universities and a number of governmental research organisations. It is the hope that the
transition to a more and more sustainable society will be helped by the bringing together of
such a multi-disciplinary group of people. The authors of this report could also be seen as
one part of a knowledge network by bringing some practicability to the theory of
‘Transition Management’ through interaction with other actors (NGO’s and policy
makers/planners).
Businesses and individual innovators are also important actors within ‘Transition
Management’. It is vital that a business interest is created within a transition policy in order
to allow for the efficiency and resources of the market place to be fully utilised. With large
research and development budgets and the potential for profit, companies are more likely
to want to participate in bringing about more environmentally friend means and
technologies for transportation. The government must make sure that business interests do
not come to dominate the agenda. They should encourage as many businesses and
innovators as possible to participate and they should also create the right environment and
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incentives to maintain this attractiveness. In his research on innovations systems and policy
process for sustainability Foxon states that,
Expectations of the continuity or durability of policy frameworks are
exceedingly important.  In order to attract sustained investment, rewards from
the full range of instruments must be seen to be stable over a sufficiently long
timeframe. Innovation succeeds through the ‘perseverance’ of innovators, and
perseverance is also required in policy.  It is important to have a shared vision
for the future of each area of technology between government, industry and
research community is developed (2003: 12).
The importance of attracting long-term investment and having shared visions amongst
societal actors is one of Foxons’ findings and this is also central to ‘Transition
Management’. The importance of interaction between all actors becomes increasingly clear
and increasingly required if a transition towards sustainable transportation is to be made
(see diagram below).
Figure 9: Current and Desired Communication between Different Actors
(Source: Loorbach 2002; slideshow)
The dialogue between all actors and stakeholders reduces the uncertainties of the future by
allowing for as many possible outcomes, both positive and negative, to be discussed. These
“softer instruments of dialogue” and discussions can be much more effective than
traditional approaches to planning, such as command-and-control (Kloepfer 1996: 58).
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3.1.5 Stocks and flows
Another important conceptual issue concerning managing transitions is the distinction
between stocks and flows.
Stocks are defined as,
…aspects of the surroundings of a complex system that change relatively slowly
over a long period of time (with regard to the total volume). Stocks are described
in terms of quantity and quality. Important characteristics of stocks with regard to
‘Transition Management’ are the amount of influence, the response time, the
amount of renewability, functions and the role of actors (Rotmans et al. 2001: 19).
Some examples for stock indicators would be the total amount of economic capital goods,
water quality, and structure of the population or cultural identity.
Opposed to stocks, flows can be defined as,
…aspects that change relatively quickly in the short-term. Flows show the
relationship between stocks. A difference can be made in material flows and
informational flows (Rotmans et al. 2001: 20).
Some examples for flow indicators would be the Gross National Product, the emission
levels or public opinion.
For a transition to happen both aspects need to go together,
A transition is the result of long-term developments in stocks and short-term
developments in flows. Since stocks change slowly, the dynamic pathway of a
transition is characterised by a logistical curve, or an S-curve…The whole
picture therefore, forms a hybrid mixture of fast and slow dynamics (ibid: 20).
This being said, it is clear that transitions are non-linear processes where the speed of
change is not constant. Slow change is followed by rapid change for example when
concurrent developments reinforce each other (see cogwheel chart on p. 32), which again
is followed by slow change in the stabilisation stage (Rotmans and Kemp 2003: 3). To
grasp the three different dimensions (speed of change, size of the change, time period of
change) of a system change Rotmans et al. use the following chart.
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 Indicator(s) for societal development
 Ti
Figure 10: The Three Dimensions of a Systems Change
(Source: Rotmans et al. 2001: 20; modified by the authors)
The small black arrows symbolise flows, whereas the waves symbolise the long-te
developments in stocks. Their developments are the slowest processes and determ
therefore the tempo and the direction of the entire dynamics.
The distinction between stocks and flows is used to structure complex systems. Pol
makers nowadays tend to focus on flows, while ‘Transition Management’ argues that 
complex and persistent problems for which incremental approaches are not sufficie
emphasis needs to be put on the stocks (Loorbach 2004).
3.2 The Role of Regional Authorities
In general, the “role of the government in ‘Transition Management’ is that of play
director. The government interacts with other societal actors, but has its o
responsibilities and resources” (Rotmans et al. 2001: 55). The government is supposed
have a clear and appealing objective or vision for the future to be able to inspire a
mobilise the other actors. According to Rotmans et al. the role of regional authorities is 
as follows,
The lower authorities, such as provincial and municipal authorities, also have
a role to play in ‘Transition Management’. They stand closer to the citizens
than the national government, the local situation can permit radical
experiments (such as car-free town centre or city heating). Furthermore, they
have been assigned their own tasks in areas that are often relevant with
regard to societal transformations, such as environmental planning, house
construction, the environment and waste (2001: 55).
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Since transportation can be one of the promising areas for the application of ‘Transition
Management’ and is currently used for guiding the transition towards sustainable mobility
in the Netherlands, Kemp and Rotmans worked out some suggestions for elements of a
sustainable mobility policy:
1. The choice of transition goals and articulation of sustainable visions:
visions should be assessed in terms of user and societal benefits and
discussed in public; this might be easier to organize on the local level
2. Social experiments with promising technologies and creation of niches for
promising technologies: new technologies need protection (partial, temporary
and gradually phased out) in areas where there is a lock-in; utilisation of new
technologies at the local level to create a transition path in a bottom-up way
3. Programmes for system innovation: programmes for chain mobility or
electric mobility; creating partnerships instead of just technology
programmes; they should be time limited; need for stimulation should be
continuously assessed; vision of mobility management (control of traffic
streams): “Local authorities have an important role to play here, as
sustainability is very much a local issue. Sustainability is about finding
locally suitable solutions (which are globally not disruptive). There is no
magical sustainability solution for the entire world”
4. The institutionalisation of the transition process through transition
agendas and the allocation of roles, tasks and responsibilities; orientation
towards innovation and innovators, independent experts; set up of a
transition council with experts and policy actors (government, business,
NGO’s); co-ordination of local transport with national transport policy; “An
important focus should be the introduction of mobility agencies and the co-
operation between transport actors, in particular public transport companies,
who could be asked to offer mobility services rather than a bus service or
train service (Kemp and Rotmans 2002: 21-22.)
It is clear that the local/regional level plays a decisive role in the process of managing
transitions towards more sustainable transportation systems. Local initiatives and
experiments, the development of locally appealing visions, managing mobility and the
creation of support for the transition seem to be the most important elements on this level.
However, the interaction and co-ordination of different levels of policy making is also a
challenging issue. According to Kemp and Rotmans,
Local government should be involved in local initiatives, aimed at making
local transport more sustainable. National authorities should disseminate the
lessons from experiences at the local level, make sure that there is a good
portfolio of experiments and facilitate learning across experiments (2003:
30).
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These suggestions challenge Selman’s pessimistic point of view that transport is one of the
persistent problems at the close of the 20th century and that “there is, in reality, little that
local authorities can do in the absence of concerted central government action” (Selman
1999: 158). This mechanistic view of top-down policy as a key to sustainable
transportation does not seem appropriate, because it does not reflect the complexity and
diversity of modern societies. The authors of this thesis take the stance that the interplay
between local/regional and national policy is important and that a one-sided approach from
above or below is destined to fail. The suggestions of Kemp and Rotmans for elements of a
sustainable mobility policy contrary to Selman’s comment are more optimistic and
therefore appealing and are worth further research. However, this does not neglect the
scope of the challenge. The quest for more sustainable systems is an extremely difficult
issue. Kemp and Rotmans themselves admit that ‘Transition Management’ “is going to be
used in the Netherlands to manage the transition to sustainable mobility, but policy makers
are struggling with how to do this” (2002: 25). This report strives to shed some light on
this ongoing discussion.
For this report, the third and forth point of Kemp and Rotmans elements of a sustainable
mobility policy are of special interest. What can a mobility agency mean in the context of
our case study? What are the necessary changes to fulfil this role? What are the obstacles
and concerns? Do local and regional authorities matter? Since there are no empirical
answers available at the moment, it will be useful to look at some activities conducted in
the Netherlands to inform our case study and to obtain some more concrete and practical
suggestions for actions (see Chapter 4).
3.3 Discussion of the model
Apart from the already mentioned strengths and appeal, it is crucial to discuss the model
critically and draw the attention to some of the limitations of the concept of ‘Transition
Management’. The following section will raise some criticisms and discuss them.
The current political system and the existing capacities have to be seen as the starting point
for all system innovations. A paradox appears: ‘Transition Management’ was developed to
help to tackle persistent and structural problems in areas where the problems are widely
known but unsolved by traditional short-term approaches. These are for example the
construction sector, the transport sector or the industrialized agricultural sector (Loorbach
2002: 1). Especially in those sectors the capacity is very low (Jänicke 1997: 19).
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Nevertheless Kemp and Rotmans state, “A transition to sustainability cannot be achieved
without control policies that put pressure on an existing technological regime. The external
costs of existing technologies should be internalised, to create a more level playing field”
(Kemp and Rotmans 2003: 21). If a transition policy necessarily includes strong control
policies to put the current systems under pressure, and if at the same time the capacities in
the main problem areas are too low, the question is: How likely is it, that those control
policies are to be in place? The Dutch authors hope that the support of the public and the
comprehensiveness of the approach including desirable images for the future will provide a
chance to establish such control policies. In response to this point of criticism, Rotmans
stated that the pressure should “come from the transition arenas, in which innovative
experiments are taking place, which if successful will gradually become part of the current
policy” (Rotmans 2004). He mentioned agriculture as an example where a traditional
system is under enormous pressure (new EU law, diseases like foot and mouth and BSE
and the WTO negotiations). The idea behind ‘Transition Management’ is to build up
capacities with regard to a promising alternative line, while utilising the pressure on the
current system. The prerequisite for a radical system change is a shift in perspective and it
is an important task for ‘Transition Management’ to stimulate this potential change in
perspective. Maybe a bit too optimistically, Kemp and Rotmans address this concern in
one of their papers by saying, “We believe that the commitment of government to a
transition, and the institutions being created for transitions, will make it easier to introduce
control policies. So far this has not happened since transition policy is still in its initial
phases…” (2003: 37). The idea seems to be idealistic and the practical questions of how to
achieve these changes remains unsolved even though the concept of ‘Transition
Management’ offers a new perspective that enriches the current discussions. This
perspective has to be further developed in order to be able to provide tools or suggest
mechanisms that prove able to foster capacity-building. This is a limiting factor when
using ‘Transition Management’ in the form it is today.
The second issue is the commitment of other actors. For a transition to happen, as
described above, you need the commitment of different societal actors. How do you
achieve this consensus in the presence of strong economic interests and under the given
power structures? Where is the aspect of power in the concept? Does the theory neglect
this important category?
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Loorbach argues that ‘Transition Management’ in the first place is to be used in situations
when the sense of urgency is shared by a number of actors like in the mentioned example
of the current agricultural system. Of course, those actors typically will be from outside the
system. One relevant point to make with regard to the established actors is that the visions
lie far into the future, so that no actor will see objections regarding its present economic
interests. As mentioned before, the vision has to allow for different strategies and
developments. Although a consensus for the long run is reached, in the short run a number
of options will continue to compete (Loorbach 2004). The established actors will be forced
to accept this competition and to play an active role here if they don’t want to loose their
position. It is clearly communicated that there will be a change in the system and that the
commitment of the government supports this. Rotmans responded to this concern by
saying that the “idea is that you can escape from the current economic and institutional
pressures by forming areas which are more or less ‘safe areas’, because individuals act not
on behalf of their organisation only, but merely on behalf of their individual interest and
responsibility” (Rotmans 2004). One of the most important aspects of ‘Transition
Management’ is to keep the pressure away from the transition arenas and to create enough
space for manoeuvring in these arenas. He claims that the theory does not neglect the
concept of power, but argues that there is hardly any research available about these highly
irrational aspects (fear, power, emotion) of long-term innovation processes (2004). This is
not a satisfying answer, but seems to represent the current state of research. The authors of
this report see the need for more research in this direction. So far the concepts of
‘Transition Management’ do not suffice in this respect.
3.4 Summary: The Potential of ‘Transition Management’ to Foster
Innovation and Coordination
The authors of this report claim that ‘Transition Management’ holds promise especially
with regard to two of the underlying problems of transport policy and planning: the
inability to bring about system innovation and the lack of horizontal and vertical co-
ordination.
Technical fixes or even technologically radical innovations alone do not make a
transportation system more sustainable. Fuel cell cars without emissions might in the
future replace cars with an internal combustion engine, but on the other hand this shift may
stabilise the current automobile regime that has other environmental side effects as well
(noise, space use, accidents, etc.). This leads to the conclusion that a new technology as
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such may not be equated with radical environmental relief (Nill et al. 2000: 16). An overall
transition of the transportation system requires more than changing a technological regime;
it involves changes in many other domains as well (policy and regulation, attitudes,
awareness, social and organisational innovations, etc.). The discussed broad approach
offers some promise in this respect, because it calls for a coherent policy with long-term
goals on different levels, in different domains and through participatory and strategic
change management. To call for co-ordination as such is not new, but the ‘Transition
Management’ model seems to offer some concrete and maybe feasible ideas on how to
make the desired changes from a perspective that takes the well-known problems and
obstacles for path changes into account, seeking for practicable solutions. On the one hand
it is an inspiring, courageous and forward thinking approach and on the other hand it
acknowledges the difficulties and is realistic in its expectation about what can be achieved.
The scope and influence of policy measures in a concert of societal interactions is limited
and this emphasises the need for a coherent, participatory, process-oriented and strategic
way of thinking and acting. ‘Transition Management’ is seen as a first suggestion in this
direction and is worth further elaboration and analysis.
As mentioned before, one of the barriers for system innovation is uncertainty. The
transition to more sustainable subsystems many require significant re-orientation of
investment. This is difficult to achieve in the face of the risks that technology developers
and investors face. Having said this, it is evident that innovators need,
…clear expectations that markets for technologies with appropriate attributes
are likely to exist and that policy measures to support the transition will be
stable over the long term. This implies the need for a long-term strategic
policy framework, in order to improve coherence of policy measures, ensure
continuity and perseverance of policies over a longer time frame and improve
expectations of stability (Foxon et al. 2003: 16).
Foxon et al. argue that ‘Transition Management’ provides an example of such a long-term
strategic framework, but that the model has to be adapted to fit the circumstances of
particular countries, institutions and industries (ibid: 16). This is claimed to be one of the
emerging issues for further research. Nill et al. point to the importance of national
innovation systems (NIS) for the transition to a more sustainable path,
The main problem is, under which circumstances path changing innovations are
produced and whether they are strong enough to change the overall economic and
societal model of development. We argue, that this is related to the selection
mechanisms of the innovation system. Whereas the production of ecologically
relevant innovations depends on the inner structure and incentive mechanisms of
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the NIS, the strength of the environmental relief depends on the diffusion power of
the NIS (Nill et al. 2000: 3).
 ‘Transition Management’ tries to stimulate innovations as well as their diffusion through
activities like strategic niche management (SNM)11 and therefore seems to be at the heart
of the problem. Nill et al. go on claiming “ecologically relevant innovations usually need
state assistance and/or a strong and consistent long-term policy framework for economic
actors” (2000: 4). The authors share this view and argue that the ideas contained in
‘Transition Management’ have something to offer in this respect.
Besides the discussed criticisms, the authors of this paper maintain that ‘Transition
Management’ seems to be a theoretically and conceptually appealing perspective. Its main
breakthrough is that it offers a systemic way of thinking about bringing about more
sustainability in a strategic perspective taking into account the major problems and
suggesting alternatives. However, the main concern of the authors is the practicability of
this new perspective for policy-makers and other actors. The actor analysis therefore
focuses on this point. What can ‘Transition Management’ mean in a ‘real world’ situation?
What can the actors do or what should be done?
                                                
11 According to Smith, “SNM advocates the planned creation and support of novel ‘socio-technical’ niches.
Strategic niche managers argue that the knowledge created by these niche experiments can subsequently seed
the transformation of the relevant technological systems” (2003: 4).
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4 Regional Implementation of ‘Transition Management’ in the
Netherlands
Jan Rotmans and some of the other authors are involved in the implementation of
‘Transition Management’ in the Netherlands as scientific policy advisors. For the purpose
of this study, when asked for advice they recommended to look at two advanced regional
examples, Utrecht and Limburg, where ‘Transition Management’ is being actively used.
4.1 Limburg
In Limburg a transition arena has been established. It brings together various regional
actors from health care organizations, theatres, regional media, business, knowledge
institutes, housing corporations, churches etc. (Advies Kerngroep Structuurvisie Parkstad
Limburg 2030 2003). It provides room for experiment and learning and is being facilitated
and supported by the regional government. The process was organised in three phases:
• Phase 1: Creating a common problem-perception and analyse strengths and
weaknesses
• Phase 2: Developing inspiring sustainability visions for the region for the year 2030
• Phase 3: Formulating short-term experiments and action based on the vision (back
and forthcasting).
Please see Appendix D for a visualisation of the process (in Dutch).
The process is based upon the SCENE model, which was developed by Rotmans et al. as a
support tool for an analysis of regional sustainable development in Limburg (Grosskurth
and Rotmans 2002: 4). The SCENE model is based on the concepts of ‘Transition
Management’ and is the first attempt to structure complex systems from a ‘Transition
Management’ viewpoint (Loorbach 2004). It distinguishes three forms of capital (social,
environmental and economic capital; visualised through the triangular) and emphasizes the
importance of stocks and the interactions between them in long-term sustainability studies
(ibid: 8). The size of each corner of the triangle is a visual indicator for the strength of that
domain. The clear structure of the triangular model is believed to make it possible to
represent the societal complexity in a way that does justice to the needs of communication
and analysis alike: “The effect of this is, that the complexity is reduced in such a way, that
the policy relevance of the model is optimised” (ibid: 13).
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Figure 11: The 'Naked' SCENE Model
(Source: Grosskurth and Rotmans 2002: 9).
For each of the domains stocks, the relationship between them (flows) and characteristics
need to be identified and one has to choose indicators.
Figure 12: The Four Layers of the SCENE Model
(Source: Grosskurth and Rotmans 2002: 12)
The ‘naked’ structure of the SCENE model with its four layers needs to be filled in with
information to be of any use in a practical application. Grosskurth and Rotmans suggest
two ways to do this: one way would be to use the insight of experts in a given field or
another way, to rely on participatory methods (ibid: 16). They call for a combination of
both methods according to the purpose of the project.
The SCENE model is, therefore, a framework for integrated and structured thinking about
complex issues, for the monitoring of sustainable development, the evaluation of complex
sustainability related issues, for strategy planning and a framework for quantitative
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modelling. It can also be used as a tool for communication of those issues (ibid: 22). The
province of Limburg used this model for the search of a pathway towards a more
sustainable future of the region. They based their strategic vision on this tool, which was
developed for the province in co-operation with participants from a wide range of
provincial departments. They also used the model as a communication tool.
The resulting report, Advies Kerngroep Structuurvisie Parkstad Limburg 2003, is not
specifically about sustainable transport. It is more a regional development plan with
visions for 30 years time. As described in the model, the report starts up with an
assessment of the current state of the region with regard to the different domains, describes
the currently dominant societal development trends (individualisation and
internationalisation, informalisation and intensification, and expanding information
technologies) as a starting point and develops a vision for the region in 30 years time with
a desired future profile. From there, concrete possible actions to make the scenarios come
true are derived. It has to be emphasized that the concrete pathways are not being
described, but five necessary choices (De vijf noodzakelijke keuzes) are identified and after
this seven chances (De zeven kansen) are described. These seven chances are seen as the
ways or opportunities to make the region more attractive. Between 2004 and 2030 there is
a proclaimed need for action and the third and forth chapter of the report deals with that
need. Possible ideas and thoughts are suggested. The fourth chapter outlines the steps,
which are necessary in the short run. They mainly concern debate and discussion, co-
ordination and corporation between different actors.
As mentioned before, a broad spectrum of actors has participated in this process, but a
small working group consisting of 20 people from the province was working on the actual
plan. They were assisted by the International Centre for Integrated Studies (ICIS; director:
Jan Rotmans) which concludes that the “resulting report is now used as an important
benchmark for the evaluation of governance strategies” (Grosskurth and Rotmans 2002:
24). Loorbach claims Limburg is a good example of a regional government initiating a
process and allowing societal actors to set the agenda, assess the state of the region and
propose strategies (Loorbach 2004).
4.2 Utrecht
The second example of regional implementation in the Netherlands is the province of
Utrecht. The authorities there followed a slightly different path to fulfil the demands of the
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NMP-4. They published, after an intensive process of public participation with over 80
statements, the “Strategic Mobility Plan for the Province of Utrecht” in December 2003
(Provincie Utrecht 2003). The document is accompanied by an analysis of the current state
and problems and an action programme for the next few years. The time frame of the
mobility plan is from 2004-2015. The document starts with a chapter in which the visions
for the region concerning mobility are described, the existing infrastructure is categorized
and prioritized, visions and quality standards for public transportation are presented, a
whole chapter is concerned with improvements for bikers and safety issues are discussed
(Provincie Utrecht 2003). One of the strategic core concepts in the mobility plan is chain
mobility, which is not only mentioned as an abstract concept for the future, but also broken
down to the concrete identification of transport junction points (in Dutch: Knooppunten) in
the region for the shift between different modes of transport. The declared aim is to
optimize the use of different networks by developing good possibilities to switch transport
modes (ibid: 75). Priorities are identified and explained and measures that can be applied at
the regional level are suggested. The Province of Utrecht expresses its commitment to
developing the transport junction points and the necessary associated measures which
stipulate quality (in terms of frequency, reliability, travel time and costs) through playing
an active role in the planning, in facilitating the process and also financially (ibid: 80).
Besides chain mobility, other innovative concepts like dynamic transport management or
mobility management are also spelled out for the region.
It is unclear to the authors how far the vision for Limburg and the strategic mobility plan of
the province of Utrecht can be purely seen as ‘lip service’. According to the NMP-4 all
provinces are encouraged to use ‘Transition Management’ as a means to bring about
sustainable changes. Are the activities owed to this obligation or is real commitment the
driving force? Nevertheless, these initiatives are some of the first examples of how the
concept of ‘Transition Management’ can be used on a regional level and which activities
will be carried out. The importance of these first trials should not be measured in term of
empirical outcomes, but can be seen as the beginning of a learning process and a new
perspective on how to deal with the diverse transportation problems. It is beyond the scope
of this project to analyse those first experiences in the Netherlands more thoroughly, but
they can be used as inspirations for the case study of this project.
The next chapter provides a framework for the empirical case study of the regional
transport and planning authority HUR.
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5 Danish Transportation Sector
5.1 Danish National Transportation Policy
It is important to have a brief look at the Danish national transportation policy, because it
provides a framework and limit to regional transportation policy and planning at the same
time. The division of labour and the allocation of responsibilities are decisive factors when
talking about possible strategies for pathways towards more sustainable transportation
systems. Also the co-ordination between traffic policies at different levels of government is
seen as an important variable.
In this context it is also worth mentioning, that the EU plays some role in the transport
policy arena. Different recent policy documents12 show the enlarged set of objectives of the
EU transport policy to be achieved, including social cohesion and sustainability. It is
acknowledged that the transport sector is supposed to contribute to the solution of major
environmental problems such as the limitation of CO2 emissions (Schmidt and Giorgi
2001: 294).
The urban transport sector has recently emerged as a target of activities to better integrate
environmental and societal concerns in sectoral policies of the Union. According to
Schmidt and Giorgi,
The main by-product of this system of actions has been the realization that
‘sustainable mobility’ can be achieved only in a framework of multi-level
governance which, in turn, requires dealing with the problem of co-ordination
between different levels of decision making as well as the issue of public
acceptability (Schmidt and Giorgi 2001: 295-296.).
However, the European level so far plays only an important role in areas directly relevant
for the establishment of a single market for transport services (especially market access
and setting of rules and standards), the main competencies in transport policy remain in the
member states. This is especially true for all measures related to infrastructure, land-use
planning, network management and economic measures (ibid: 304).
In Denmark, the Ministry of Transport (previously Ministry of Public Works) is
responsible for the national transport policy. It is a large and complex organization, with
over 40,000 employees in a variety of sections. The Ministry is responsible for include
                                                
12 EU 1992 White paper “The Future Development of the Common Transport Policy” followed by and
specified through the CTP Action Programmes 1995-2000 and 1998-2004; 1995 Green Paper “Towards Fair
and Efficient Pricing in Transport”; followed by the 1998 White Paper “Fair Payment for Infrastructure Use”;
2001 White paper “European Transport Policy for 2010: Time to Decide”.
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roads and traffic, fixed links, railways, public transport, harbours, airports and assignments
in relation to postal services, meteorology, transport research and the Danish coasts
(Ministry of Transport 2003).
The official goal of the Ministry is described as follows,
It is our vision to promote mobility that creates real value.  In other words, it
is the responsibility of the Ministry of Transport to predict future mobility
needs, to develop, draft and implement the traffic policy of the Minister of
Transport and through this to combine the plurality of concerns that make up
a multipurpose traffic policy set on new responsibilities - in order to promote
mobility that creates increasing value for Denmark (Ministry of Transport
website: 6).
The Road Directorate is one of the main institutions under the Ministry of Transport and
through,
Planning, construction, operation, service and maintenance, the Road
Directorate exerts a direct influence on this essential element of the Danish
transport scene. Local and regional authorities manage the other approx.
70,000 kilometres of roads, applying tools developed by or in cooperation
with the Road Directorate. This calls for cross-sector cooperation in a wide
range of areas…On behalf of the Ministry of Transport, the Road Directorate
does the preparatory work for sector statements on traffic development and
safety as well as investment programmes and perspective plans for national
roads (Road Directorate 1998).
The construction of transport infrastructure is seen as the oldest instrument of transport
policy-making and until recently it was also the most powerful. National transport master
plans are usually the most important policy documents for the development of the
infrastructure (see Schmidt and Giorgi 2001: 305).
Since the 1990 Transport Action Plan for Environment and Development, it became a goal
of Danish national transportation policy to reduce the environmental problems caused by
transport and the basic view of the problems was inspired by the Brundtland Commission
and received broad political support (Tengström 1999: 69). In the 1990 report, Denmark
established a target to stabilise emissions from the transport sector at the 1988 level by
2005. The long-term target for 2030 was to reduce emissions by 25% (OECD/IEA 2002:
45).
The Traffic Plan of 1993 (Trafik 2005) included a firm decision to fulfil the intentions of
the Transport Action Plan of 1990 and a more detailed interpretation of the concept of
‘environmental sustainability’ was presented (ibid: 71-73). The transport system should be
transformed in a way that permitted,
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The necessary mobility within the limits set by the consideration of resource
use and environmental impact (such as energy, climate, polluted air, traffic
injuries and noise)…Thus, to achieve environmentally sustainable
transport…one should pay attention to the level of mobility that was said to
be ‘necessary’ (ibid: 116).
In March 2000, the government had to admit that the emissions from the transport sector
continued to rise and on the basis of an evaluation of the targets, policies and measures so
far, additional measures were proposed in a report entitled Limitation of CO2 Emissions
from the Transport Sector – Possibilities, Policies and Measures. The OECD/IEA
evaluation team states that,
Without new initiatives, it was estimated that CO2 emissions would be 27%
higher in 2005 and 31% higher in 2010 than in 1988. Policies have not been
successful in halting the upward trend in transport emissions, owing in part to
higher than anticipated economic growth and commensurate increases in
transport needs (OECD/IEA 2002: 45).
The Danish Government Strategy for sustainable development includes several goals
dealing with transport: the transport sector should make a reasonable contribution to
reducing the national emission of greenhouse gases, should ensure that traffic air pollution
does not constitute a public health hazard, limit traffic noise level that poses no health risk
and to create a safe traffic environment for everyone. The negative impact of the transport
system on biodiversity and natural habitats – through barrier effects, noise nuisance or air
pollution – must be curbed (Danish Government 2002: 59). It is acknowledged that the
government has to be active in a lot of policy domains and on different levels
(international, EU, national) to boost more sustainable transport. Emphasis is put on taking
new knowledge into account, on assessing measures and the involvement of relevant
players (ibid: 63).
Another relevant aspect for this paper is the fact, that in Denmark,
the development of transport infrastructure has been linked to the more
general considerations of land-use planning (Powell-Ladret, 2000)…The
advantage of this more holistic approach is that some of the adverse effects
caused indirectly by improved transport infrastructure – for example the
creation of suburban shopping centres at the expense of the decline of inner-
city commercial activity – can be prevented (Schmidt and Giorgi 2001: 3).
To assess in how far this approach positively contributed to the present level of travel
demand is beyond the scope of the project, but nevertheless seems to be relevant for a
‘Transition Management’ approach.
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The Danish national transport policy is aware of the environmental problems caused by
transport, applied various measures to reduce the negative side effects and has (had)
ambitious long-term goals13. The policy documents show a development from seeing
environmental concerns as an additional goal of transport policy to a much broader
perspective on reducing the need for mobility. The acknowledgement of the need for a
better co-operation, for taking new knowledge into account and involving relevant
(private) players could be seen as a positive feedback for ‘Transition Management’. A
long-term strategy for the transport sector as a whole is lacking (see also OECD/IEA 2002:
48). However, it is beyond the scope of this report to present a thorough assessment of
Danish national transportation policy. Nevertheless, the mentioned views, visions and aims
might foster initiatives on the regional or local level and sets the frame for them. The stated
goals can be used by other actors to put the government under pressure, to prevent
backlashes and can be used as argumentative support for new approaches and experiments
on the regional level.
5.2 The Greater Copenhagen Region
The Greater Copenhagen Region is located in the eastern part of the island of Zealand.
Over has over 1.8 million inhabitants and encompasses an area of nearly 3,000 square
kilometres. This area represents only about 7% of Denmark’s total land area, yet it contains
over one-third of the Danish population. The region is Denmark’s only large urban
metropolitan area where over 40% of all commercial activity in the country take place
(HUR 2003a). Three counties, Roskilde, Copenhagen and Frederikborg make up the
Region, along with 48 municipalities, plus the City of Copenhagen and the City of
Frederiksberg. In 1947, the region adopted the famous “finger plan”, stating that urban
development should be restricted to the 5 finger zones created by 5 railway lines branching
out from the centre of the City. Today, this model is still relatively adhered to as over 85%
of residents live with these “fingers” (ibid., 2003). Unfortunately, the finger model does
not meet the changing needs of businesses and society’s increasingly mobile lifestyle. Car
use has increased over 13% since 1996 levels, whereas the population has only grown by
4% during the same time (HUR 2003b). Approximately 80% of residents take their cars to
work, contributing to a rise in commuting of over 24% since 1996.  As a result of
                                                
13 It must be noted that the target for the transportation sector has been adjusted significantly downward in
2001. The aim is no longer to stabilise the emissions on 1988 levels by 2005, but a 7% reduction from
business-as-usual (an actual increase of 19% over 1990 levels) by 2008-2012 (OECD/IEA 2002: 48).
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increasing traffic levels, bus speeds have dropped to around 20km an hour (ibid.). Air
pollution has come down over the years yet N0X and particle levels still remain over the
EU limit of 35 ug/m3 and are steadily increasingly. Future predictions call for over 140,000
new residents, 80,000 new homes and over 12 million square feet of commercial and
business property by the year 2017 (HUR 2003a). With an already intensively developed
network of infrastructure, combined with an expected major influx of people and
businesses, traffic planning should be given high priority. Addressing their traffic problems
will have to be done a more regional scale, and this is one more reason why a regional
traffic authority, such as HUR is important.
Figure 13: Map of the Greater Copenhagen Region
(Source: http://www.hsk.dk/copenhagen-region/regionen.html)
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5.3 Brief history and organisational set-up of HUR
Greater Copenhagen Authority works for human development and economic
growth in consideration of nature and environmental values in the
Greater Copenhagen Region.
(Source: Mission of the Transport Division, HUR)
On July 1st 2000, Copenhagen Transport, HT, changed its name and became known as the
Greater Copenhagen Authority, HUR in Danish. Before this development, HT was created
in 1974, resulting from the combination of twelve transport companies into one central
unit. A few years later, HT was carrying over 80% of all bus traffic and a common fare
system that was introduced that brought even more regional integration to the bus system
(HUR 2002: 4). In the 1980’s, HT was facing increasing problems of lower patronage,
political mismanagement and continual fare increases and as a result, Parliament order HT
to tendered out 45% of the busses to private companies in the hopes of reducing costs and
improving service (ibid: 4). By 2002, all bus operations were tendered out (ibid: 4).
In 1999 by an act of the Danish Parliament, HUR was established as a new political
administration. HUR is not any longer only responsible for managing bus services, but
received several planning and co-ordination competencies. HUR is now responsible for
managing the regions busses, local railways, regional planning, traffic management,
business development, tourism policies and the development of cultural facilities in the
Greater Copenhagen Region. The new organisation of HUR is now a jointly funded effort
between the counties of Copenhagen, Frederiksborg, and Roskilde, and the cities of
Copenhagen and Frederiksberg. Eleven regional politicians sit on the HUR Council and
oversee the organisation. HUR is the leading authority for all regional planning in the
Greater Copenhagen Region.
The organisation is divided into three divisions - Transport Division, Planning Division
and Service Division. This report is mainly interested in the latter two. The Transport
Division is responsible for the cities busses, which are privately contracted out, as well as
regulating fares, timetables and general building and construction of facilities.  The
Planning Division has taken over the regional planning from the counties and is
responsible for road and rail systems, traffic plans and all other developments.
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Figure 14: Organisational Structure of HUR
(Source: HUR 2002b: 5)
5.4 HUR’s role in transportation
By law, HUR is in charge of the following tasks:
1. Coordinate, develop and manage public transport within the region
2. Develop and follow up on regional plans
3. Provide a coordinated traffic plan
4. Coordinate tourism within the region
5. Coordinate and develop regional business and industrial policy
6. Be instrumental in the development of cultural schemes and implement regional
initiatives
7. Harmonise and supervise tasks in connection with Øresund co-operation.
(Source: HUR 2002a: 4)
As mentioned before, HT was solely an independent public transport authority. Today with
its expanded role, HUR can be seen as an institutional innovation, that has merit, but this
does not says anything about the scope of change to how transportation planning and
public transport service delivery is implemented throughout the Greater Copenhagen Area
(a similar case can be seen in the Greater Vancouver Region: Meligrana 1999: 378).
In general, HUR has both an operative and a planning role. The provision of bus services
and operating local railways in Northern Zealand are two of HUR’s main operative roles in
transportation. The bus services are tendered out to private companies and there are
currently nine companies operating today. HUR is in charge of maintaining overall
standards for these busses and for allocating all income received to the various companies.
In this way, HUR has greater control and quality over the services, while at the same time;
it uses the market forces of competition to maintain efficiency. HUR is also responsible for
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setting the prices of all pubic transport fares in the Greater Copenhagen Region on all
forms of public transport.
Besides this operative role, HUR has a more co-ordinating and planning function.  HUR is
in charge of developing and managing public transport in the whole region. This is done
through traffic and regional plans, and with co-ordination activities between all the various
transport actors. HUR also has the responsibility of co-ordinating regional tourism,
business and industrial policy. HUR also markets public transportation in the region and
carries out customer surveys and reports to receive public inputs into what kind of public
transport system people wish to have in the future.
Regional Spatial Planning
The Ministry of Environment is responsible for overseeing all spatial planning in
Denmark. The Danish Planning Act delegates spatial planning to the 12 regional planning
authorities, of which HUR is one of these. The Act provides a framework for
responsibilities that each region had with respect to spatial planning, including
transportation. HUR is responsible for creating a regional plan every twelve years, with
revisions to the plan being carried out every four years. As HUR was only created in 2000,
the 2001 Regional Plan was only a combination of other counties plans into one larger
plan.  The new Regional Plan 2005, that is to be published in September 2004, will be the
first regional plan produced by HUR.
Although it was not available for the time this report was due, the Regional Plan 2005 is
currently being worked on by HUR.  It is important to have some idea about this plan, and
where HUR will be focusing its efforts with regards to transportation in the region for this
project. How HUR plans to develop the city of Copenhagen and how it intends to do this
will be important aspects to consider when thinking about the future of the transport
system.
As an overview, regional plans should contain the following contents:
1 Urban growth
2 Large public institutions and transport and technical facilities
3 Polluting enterprises requiring special sitting
4 Projects requiring environmental impact assessment
5 The regional structure of retail trade
6 Conservation-worthy assets and the protection of nature
7 Recreation areas
8 Extraction of raw materials
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9 Drinking-water resources
10 Implementation of national planning guidelines
(Source: Ministry of Environment, Spatial Planning Department 2002: 10)
Regional Traffic Planning
HUR is required to produce a regional traffic plan every four years. The current Traffic
Plan 2003 aims to “enhance both the capacity and quality of the transport system in order
to support regional development towards growth, welfare and a pleasant environment”
(HUR 2002a: 4). The Traffic Plan 2003 attempts to coordinate the Regional Plan with
traffic planning, with the hope of making public transport more attractive, attract new
businesses and give new possibilities for the region’s development (HURc 2003: 44).  One
focus point of the traffic plan is to build up on the existing use of the finger plan, where
densities around stations are increased to allow for more public transport users (ibid., 2003:
45) . Business and new suburbs are also planned in accordance with this principal of more
compact development near stations.
In general, HUR adheres to these main principals and strategies with regards to traffic
planning;
1. The radial (finger structure), regional main structure has to function;
2. Transverse transport should be established;
3. The region’s main centre should work;
4. New regional city formation should be served; and
5. The Region’s most important international relations should be prioritised based on
traffic (ibid., 2003: 44)
According to the “Capital Area Public Person Traffic”,  HUR aims “to contribute to a
common traffic planning” that allows for a common understanding of traffic problems and
creates framework where responsible authorities are able to make decisions in (ibid 2003:
35).  The Traffic Plan 2003 goes on to state that there would be beneficial to have “fewer
hands” in the future, with regards to transport planning and delivery in order to “optimise
and coordinate traffic services” (ibid 2003: 35).  This statement is important because the
current transport system consists of over 20 authorities that should be coordinate activities,
but this is not always the case as revealed in the interviews and other reports (Hansen and
Kristensen 2000).
‘Transition Management’ in Developing a More Sustainable Transportation System
Caruso & Kern 67
5.5 Other (public) transportation actors
DSB & S-tog
The Danish State Railway (DSB) operates 80% of all train traffic within Denmark. All
regional train traffic into the Greater Copenhagen Region is operated by DSB on its
intercity, regional and Malmö train services. The Ministry of Transport wholly owns DSB,
although it has run as an independent public authority since 1999 (DSB web page 2003).
DSB is responsible for everything in connection with running the trains, such as marketing,
setting ticket prices, operating stations, etc. However, DSB received 100% of its
infrastructure provisions directly from the government, and in turn it channels all profits
back to the central government (ibid). Today, DSB has a five-year contract to operate rail
services from the Ministry of Transport, and this will become a 10-year contract, starting in
2005. The monopoly power of DSB was broken up in 2000, and currently one other train
company, Arriva, has entered the Danish market and run trains in Western Jutland.
Within Copenhagen, DSB owns and operates the local S-tog (train). Several lines run
along the “fingers” of the city and these lines have been used as the infrastructure
backbone for Copenhagen. All development and planning, in theory, should be based upon
the location of these railways and stations, as first started in 1947 when the finger plan was
adopted.
The Metro (subway)
The Danish government passed the Ørestad Act on June 24, 1992. The bill was the legal
framework establishing the development of the Øresund Region. The Ørestad
Development Corporation was established one year later with the purpose to plan,
construct and develop the new town of Øresund and the first Metro system in Copenhagen.
The new Metro was planned in 3 stages (a forth stage, the ‘City Circle’ is still in the
planning phase) and is due to be completed by 2007 (2010 with the fourth phase). The first
phase of the Metro began operating on October 19th, 2002 and since then there have been
numerous problems and costs have skyrocketed to 12.5 billion (DKK), from the projected
7.3 billion DKK originally allocated. The City of Copenhagen owns 55% of the company,
and the federal state, under the Ministry of Transport, owns 45%.
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Danish Road Directorate (Vejdirektoratet)
The purpose of the Road Directorate is to manage the national roads in Denmark, monitor
the development of traffic and assesses the impacts of it on society. The Road Directorate
is an important actor within transportation in Copenhagen, as all levels of government
(Ministry of Transport, Counties and Municipalities), transport consultants and contractors
rely on information provided by the Directorate.  New ideas, such as road pricing, and
future traffic trends, are researched at the Directorate. The Directorate therefore has a large
influence in shaping the future development of transport. One of the five environmental
policy statements from the Road Directorate states that, “(we will) in cooperation with
authorities in- and outside Denmark, citizens and other stakeholders in the areas of
transport and the environment, participate in furthering environmental-friendly, safe and
efficient transport solutions” (Vejdirektoratet)14. The use of ‘Transition Management’,
taken from the Netherlands, and attempting to improve the sustainability transport, seems
to fit in nicely with one of the Directorates missions. On top of this, a project has already
been undertaken with both the Danish Road Directorate and their Dutch counterparts on
how to better promote cycling and walking (ibid., 2001). This cooperation demonstrates
that willingness of the Danish authorities to work with other countries in developing
solutions to common transport problems.
5.6 Summary of Institutional Set-up Around HUR
This section is meant to sum up the described institutional setting in which HUR operates,
the external pressures and relatively stable framework conditions. Of course the authors
have to focus only on a set of a few factors, which are believed to play a major role. The
result of this analysis is presented in form of the following diagram.
                                                
14 Vejdirektoratet http://www.vd.dk/wimpdoc.asp?page=document&objno=59190
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6 The Interviews
6.1 Outline of the Interview Process
A diverse number of individuals were chosen from a variety of transport-related fields.
Before hand, all interviewees were given a three-page summary of ‘Transition
Management’.  The approach is new and therefore, in order to get some critical feedback
about the ideas of the approach in relation to HUR, this summary was needed.  The core
concepts of the model, a brief summary on how the model is being used in the Netherlands
and what sustainable transportation means to this report were all presented to each
interviewee.
The interviews averaged one-hour in length and took place over a period of three months.
A semi-structure style was used to conduct the interview process, but the interview was not
kept to a rigid set of questions after the core questions were asked. As much as possible,
the interviewees were allowed to talk openly and freely about transport, HUR, sustainable
transport and problems of the current system.  In general, some questions that were asked
in all of the interviews had to do with people’s role in the transportation sector and
specifically with HUR; people’s viewpoint about the current situation of transport in
Copenhagen; what should be done to make transport more sustainable; how they could see
‘Transition Management’ being used within HUR; the problems they see in using
‘Transition Management’; and finally, the challenges facing HUR today. Specifically, each
interviewee was asked about their own experiences with transportation experiments and
the process and results of them. In summary, the interviews were used as a sort of open
forum where ideas and questions could be raised and discussed in more of a two-way
process between interviewers and interviewees. ‘Transition Management’ seeks out
visionary people and therefore, it was important to use this style of interviewing in order to
receive valuable insight and visionary ideas from each interview.
6.2 Presentation of the Different Interviewees
Marianne Thorsen (NGO: Grøn Trafik)
Marianne Thorsen is the chair of the NGO Grøn Trafik, which is fighting against the new
motorway to Frederiksund. The organisation started in the year 2000 as a grassroots
movement as a reaction to the decision to build a motorway to Frederiksund. They do not
believe there is a need for a new road in the area as the traffic problems as so severe and
because it will destroy some beautiful nature in the area. Marianne Thorsen was
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recommended to be a valuable interviewee by our supervisors Lise Drewes Nielsen and
Per Homann Jespersen. She is well informed about HUR and its policies and Grøn Trafik
is very active in formulating own position papers and making suggestions for other
solutions. This interview was meant to shed some light on HUR from the critical
perspective of a NGO working in this field. It should deliver an “outsider” view of the
problems, challenges and actions of HUR and additionally the authors were trying to get
some feedback about ‘Transition Management’ from the viewpoint of a NGO.
Sven Milthers (politician, socialist people’s party; member of the political board of HUR)
Sven Milthers from the socialist people’s party is an interesting person to talk to from the
political side, because he holds various positions in relevant organisations. He holds a
Master’s degree in political science. He is member of the political board of HUR, member
of the transport committee of HUR and member of the Copenhagen municipality board
(borgerrepresentœtion) and the building and construction committee in Copenhagen
municipality. Sven Milthers is the experienced person from within the transportation
policy, since he has been the spokesman of his party concerning transport issues for almost
14 years. He also has been a member of the national planning authority (city planning) and
has been working for the Ministry of the Environment. The supervisor’s of this thesis
recommended Sven Milthers as a person with great insight and experience in transportation
issues in the Greater Copenhagen Area. Through his position within HUR and Copenhagen
municipality he is an important person in the development of general policy lines and he
gave us some valuable insights about the political struggles within HUR and between HUR
and the municipalities.
Jacob Bjerre (HUR staff, assistant for executive director)
Jacob Bjerre is a lawyer and works as an assistant for the managing director of HUR, Claes
Nilas. He is therefore part of the executive management of HUR. Jacob Bjerre works in the
field of public private partnerships (PPP), EC structural programmes in the Oresund region
and supports the executive director in his day-to-day business. Jacob Bjerre was chosen as
an interviewee to get insight into the management of such a diverse organisation like HUR,
because the authors believe that the executive management of HUR could play a major role
in facilitating a change towards a ‘managing transitions’ perspective. The general
management also plays in important co-ordinating role between the different departments
of HUR and in co-operation with private actors (PPP).
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Øystein Leonardsen, (City of Copenhagen)
Mr. Leonardsen works as a developing consultant for the City of Copenhagen. He works in
the Directorate of Finance in Copenhagen City Hall where he has worked with the overall
traffic policy for the Municipality of Copenhagen for the last year. Mr. Leonardsen mainly
focuses on larger traffic policy and plans and how to incorporate them into the larger
overall plan for the municipality. Before this, Mr. Leonardsen worked in HUR for two and
a half years where he worked on traffic plans for the Greater Copenhagen Region.  His
position as a former traffic planner within HUR and now with the municipality gives him
much insight into the working of two different organisations. He can provide this report
with information about what it is like on both sides and what the attitude and policy is
towards sustainable transportation from both organisations’ viewpoint.
Bent Larsen (Politician, Venstre Party)
Bent Larsen has been a politician for over 10 years and is a member of the Venstre Party
(Liberal, right wing), the party that currently is leading the national government in
Denmark. He represents the Copenhagen County in the political board of HUR and is the
Chairmen of the HUR Transportation Committee. The Transportation Committee is
responsible for overseeing the transportation and budget for all of HUR. Mr Larsen also is
chairmen of a computer company and is therefore highly qualified in the areas of
management and finances. Three other Venstre Party members sit on the HUR board and
thus his views and his party’s view on transportation is highly influential in transportation
policy and planning for Copenhagen.
Tonny Lacomble Nielsen, (HUR, Mobility Management Unit)
Tonny Lacomble Nielsen has a degree in political science and has worked within HUR for
just under one year.  Mr. Nielsen works in the Mobility Management Unit of HUR, which
is responsibly for working with companies to develop travel plans for their employees.  He
is also responsible for evaluation traffic plans for companies and he is working on the final
evaluation of the mobility management unit.  Before working at HUR, he worked for four
years at the Road Directorate (Vejdirektoratet) where he worked with several institutional
issues within the organization. During this time he has been a member of different OECD
working groups dealing with issues of more sustainable transport and the concept of
transport demand management.  His work experience with the national Ministry of
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Transport, under the Road Directorate, and now with businesses makes Mr. Nielsen an
insightful and knowledgeable person to interview.
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7 The use of ‘Transition Management’ within HUR
The analysis of the practicability of ‘Transition Management’ as in the specific context of
HUR will be structured along the core concepts of this new perspective, which are
especially relevant for a regional transport authority. These are;
1 Public participation to develop visions and gain support for managing transitions;
2 Long-term vision as a framework for short-term action;
3 Innovation stimulation combined with system improvements;
4 Co-ordination; and
5 Mobility service provision.
For each of these themes a discussion of both the ideal situation and current situation of
HUR are presented. The ideal situation will show what HUR could possibly do with
‘Transition Management’ and what potential activities could be carried out. After this, the
‘real world’ situation of HUR will be discussed to demonstrate the barriers and challenges
that HUR would face in using ‘Transition Management’. It must be noted that ‘Transition
Management’ is a process-oriented approach and it is difficult to discuss one theme of the
model without referring to others. For the reader to better understand the applications and
ideas of ‘Transition Management’, presenting the analysis in this chosen method provides
a much clearer framework as to how the approach can be applied to a regional transport
authority. Some examples do overlap into other themes but where possible, an attempt was
made to keep them separate.
7.1 Public Participation to Develop Visions and Gain Support for
Managing Transitions
According to ‘Transition Management’, the in-depth problem assessment with a transition
arena and then the creation of visions are the first two steps in managing a transition. As
mentioned before ‘Transition Management’ calls for the choice of transition goals for
specific sub-systems of society and the articulation of sustainable visions for those areas.
The visions should be assessed in terms of user and societal benefits and discussed in
public. The relevant point here is that public participation has to be institutionalised in a
more stable forum, because public hearings can give some valuable insights, but do not
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ladle out the creative potential of innovative and forward thinking individuals or
organisations.
HUR’s discussion paper, Hvilken trafik vil vi have i Hovedstadsregionen? (What kind of
traffic would we like to have in the capital region?), for the public debate of the 2003
traffic plan can be seen as a first step in allowing the public to participate in the future of
transport, but ‘Transition Management’ calls for much more. The chosen stance seems to
be too technical and planning oriented and too narrowly focused on the traffic system and
the time horizon for the debate is much too short (only two months). The Limburg plan
suggested nine months for the creation of a common problem-perception (phase 1) and the
development of inspiring sustainability visions for the region for 2030 (phase 2). The third
phase develops possible actions based on back-casting and forth-casting. The HUR
discussion paper jumps directly into phase three and thus leaves out the first two phases.
The discussion paper describes different possible measures to deal with transportation
problems (traffic management via GPS, parking space management, road pricing,
regulations for freight traffic, mobility management, better public transport), but does not
develop positive and inspiring visions for the future. The possibly stimulating and
activating effect of scenarios and visions on other actors and the broader public is therefore
not present. Suggesting isolated tools without a shared understanding of problems and
without developing broader visions where the journey is supposed to go, is not very likely
to create public support for restrictive or financial measures. In the interview conducted for
this report, Kemp emphasised this point by saying that it is possible to,
sell something like road pricing to people as part of a comprehensive package
which is aimed at societal benefits. In the case of road pricing there are also
benefits for users, because roads will be less congested and that means that you
also have to make clear the problems (Kemp 2003).
To gain support for the proposed measures in the HUR paper therefore seems to be
unlikely. Could the lack of the first two phases and the limited time window for the
discussion be interpreted as a hint that the debate has only a legitimising function? Or is it
a sign for a too narrow and outcome-oriented perspective, neglecting the process character
of such an undertaking? The HUR report explicitly states that the goal is not to create a
shopping list of wishes, but to concentrate on realistic aims. This goes against the ideas of
‘Transition Management’.
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The aim of the participatory approach of managing transitions is to start and institutionalise
change. One advantage of this approach is that while structuring the problem and
identifying the main causal relations and mechanisms in the transition arena, the
participants hopefully gain an understanding of the complexity and of other perspectives
on the problems by other actors. Through in-depth discussions it is the hope that the actors
involved will develop a shared understanding of the problem and thus form a new network.
This first phase of ‘Transition Management’ (problem assessment and organising the
multi-actor process) is very crucial for the next steps. Based on the problem assessment, a
future vision could be developed that includes target values for each stock (Loorbach
2004). HUR seems to neglect this potential so far.
The paradox of public participation in managing transitions is that the model on the one
hand builds on the creation of public support throughout the whole process, but on the
other hand it is very selective in who participates in transition arenas. The underlying idea
is to start with a few people in experimental innovation networks (transition arena), who
should have certain competencies, and then to build arenas around this inner circle,
infecting more and more people until a large group of people supports the transition
process. This whole process can take a few years (Rotmans 2004).
To use ‘Transition Management’ would mean that HUR would engage in a broader
discussion about the future of the region, including regional development and transport
issues. The variety of competencies that were assigned to HUR, described above, can be
seen as a good starting point for this activity. HUR could initiate a transition arena and
could play a facilitating role in the development of the visions and the write up of the
scenarios through making use of its own planning staff and maybe external experts in
combination with the strategic inclusion of the public. The transition arena should consist
of members from all four actor groups (NGO’s, knowledge institutes, business,
government), while keeping the focus on innovators and forward thinkers. HUR would
have to map out the relevant actors and make them interested in participating. The selected
actors are then brought together to find common visions, solutions to problems and
innovative ideas. The transition arena is meant to complement the traditional policy
network, which will still be in place. The co-operation of different actors in the transition
arena is not to be misunderstood as being part of the ‘establishment’, but is to give ideas
and inputs for a sustainable mobility vision from different perspectives and to inform
politicians and bureaucrats about acceptance, wishes and ideals and the appeal of
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suggestions. Participation in ‘Transition Management’ is not a goal in and of itself, but
there is a clear-cut understanding of what the participation process should achieve. Without
this strategic perspective, public participation is unlikely to contribute to any ‘Transition
Management’ efforts (see Grosskurth and Rotmans 2002: 18).
Analysing the ‘real world’ application of those ideas reveals some obstacles. One practical
problem with the proposed increased participation of NGO’s is the limited resources of
most of such groups. Grassroots movements, citizen groups or NGO’s like Grøn Trafik are
often only financed by contributions of their members and have therefore rather limited
financial support. Another problem is that only few people are really active. From those
who are active, only a small number is interested in broader issues like visions for in 30 or
even 50 years time (Thorsen 2004). Apart from the reaction to not-in-my backyard-
problems (NIMBY), which is the biggest motivation factor for most people to be active
and often leads to the establishment of a movement or NGO, it is difficult to motivate
people for further actions. So it might be difficult for HUR to find NGO’s for the set-up of
the transition arena. Maybe new forms of communication and higher media presence of
sustainability issues plus the professionalisation of NGO’s (including international
networking via Internet, spanning geographic scales) could help to improve this situation
(see for example Blickstein and Hanson 2001).
Another problem could be the lacking strategic competence or willingness of NGO’s to
participate in such a process. Marianne Thorsen said that her organisation is the only one,
which is actively looking for strategic co-operation with the scientific community (e.g.
meeting with the FLUX group at Roskilde University on March 1th, 2004) and with HUR’s
mobility management unit (Thorsen 2004).
Sven Milthers articulated another concern with regard to the participation of NGO’s. He
feared that the NGO’s would loose their trustworthiness if they became a part of the
corporatist structure. From his point of view cooperation with NGO’s is desirable, but a
formalised integration of them is not regarded as being positive. According to him,
‘Transition Management’ has to acknowledge the different roles of government and
NGO’s. He illustrates his viewpoint with the Metro example: NGO’s created a huge public
protest against the decision to build the new line above ground, opened up the political
discussion again and brought the issue back on the agenda. He claims that would not have
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been possible in the presence of a transition arena, because the NGO would have been
forced to abide with the decision of this forum (Milthers 2004).
On the one hand, the authors agree with his point that NGO’s have a role to play in
criticising undesirable policies from their point of view and to make their opinion heard.
This ‘traditional’ role of NGO’s, however, is not the only role for NGO’s in developing
more sustainable transport. A role for both the ‘traditional’ NGO and the more consensus-
oriented NGO’s would seem to work best.  One example for recent successful public
pressure from an NGO was the protest against the construction of a new highway to
Frederiksund. Opponents collected 19.000 signatures against the project and created a lot
of protest during the public hearings. More than 300 written statements in this process built
up a very strong pressure and made “quite an impression” on the minister of transport
(Thorsen 2004). The NGO Grøn Trafik is now trying to lobby the politicians and is in a
dialogue with the mayors in Ballerup. To convince him that the motorway is not necessary
is seen as the first important step, because he seems to be the strongest supporter of the
idea (Thorsen 2004). Besides this classic role of public movements and NGO’s, this
example also shows some more innovative traits. As mentioned before, the NGO is
actively looking for alliances against the motorway with researchers and the mobility
management unit in HUR to actively promote alternatives (for example extra busses for
commuters combined with park and ride places, because commuting is claimed to be the
root of the problem; also building bridges for crossings). This could make Grøn Trafik an
interesting partner for HUR in the transition arena.
On the other hand, the authors see also a more constructive role for NGO’s (for example in
a transition arena) besides their importance as pressure groups, playing a role in lobbying,
agenda setting and policy review. ‘Transition Management’ argues for a more active role
of all societal actors, but Mr. Milthers criticism reveals that it is difficult and takes some
time to convince people of the necessity of new roles for actors and their co-operation. So
far, the whole idea of transition arenas was criticised by Sven Milthers. As already
mentioned, he wants to prevent the NGO’s from becoming part of the ‘establishment’ and
through this losing their strengths as pressure groups. He is also sceptical about the concept
of the transition arena in general, because it will move the “entire decision making system
very far out” into the sphere of non-decision making. After Milthers the area of non-
decision making contains issues, which are not acceptable to be decided on by society. As
an example he mentioned road pricing in London, which is an issue that has been in the
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area of non-decision making in Denmark so far. Recently, this idea came closer to the area
of decision-making and has found some promoters. Milthers sees his own role “being a
moderate socialist … to push the limits of non-decision making towards my point of view”
(Milthers 2004). For him managing transitions requires to some extent to “make a system
of discussing things that are far beyond the decision making process” (ibid.). Milthers
doubts that this is possible. Partly, the authors follow this argumentation about areas of
decision-making and non-decision making, but it is believed that Milthers misunderstood
the role of the transition arena. This forum is not meant to take over the decision making
process, but to complement it. One of the reasons why ‘Transition Management’ was
adopted in the Netherlands was that it does not call for an entirely new decision-making
system, but rather uses the transition arena strategically to enhance policy (Kemp and
Loorbach 2003: 20).
In general, so far public participation is often used only in a legitimizing or instrumental
way, rather than really giving people a say. If the public is to be incorporated effectively in
a process that leads to a transition of a system, it is important to let them participate not
only as consumers or customers, but also as citizens with concerns, political opinions and
visions for the future. The concept of sustainability suggests that public involvement is
increasingly important, because it can result in decisions that more accurately reflect
community values by giving people more opportunities to affect decisions (Litmann and
Burwell 2003: 12). Normatively speaking, it sounds like a good idea, but the experiences
with public participation are partly discouraging. Interests are not always equally
represented in those processes and “Transportation planning, by virtue of the large capital
investment and impact on land value, attracts powerful interests who seek to manipulate
communication to their advantage” (Willson 2001: 24). According to Litman and Burwell,
public involvement based on community advisory committees are often dominated by local
professional elite, while those based on public hearings require motivation and resources to
become involved and so many be dominated by activists representing special interests
(2003: 12-13). Willson claims that in general, members of the public are rarely engaged in,
…a substantive dialogue about transportation. Instead, their input is usually
sought after the problem has been defined, after analysis has been completed
and after alternative projects have been designed. Participation processes are
highly constrained - often the public is presented with a narrow problem
definition and asked to comment on small variations of similar alternatives
(2001: 8).
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The model ‘Transition Management’ seems to be more promising than current approaches
in this respect, because it uses public participation selectively and in a strategic way for
specific inputs to foster a long-term process. It includes the process of the problem
definition, envisioning and setting of long term goals and purposively leaves out the
discussion about possible ways how to get there at first.
One more encouraging example for the use of participatory methods is the Copenhagen
municipality. The traffic planning authority uses focus groups from the general public or
politicians to discuss issues. According to Øystein Leonardsen, this approach shows better
results and seems to be more productive (Leonardsen 2004). This could be a possible
starting point for initiating a process on the regional level for HUR. It also became clear
during the interviews that ‘Transition Management’ is asking a lot from NGO’s and public
participation. It is unclear in how far these expectations are unrealistic.
7.2 Long-term Vision as a Framework for Short-Term Action
One of the key components of ‘Transition Management’ is the importance of long term
planning as a framework for short-term policy setting. In ‘Transition Management’,
interim objectives are used. Objectives are considered to be those things that help society
reach its goals. Another way of looking at it is to call these objectives, short-term policy
goals. These are based on longer-term objectives and for this project it would be a more
sustainable transport system. The interim objectives are continually re-assessed and
changed to better reflect what is learned through experiments, however, the longer-term
objectives do not lose importance and are the final visions of the direction where society
wishes to be (i.e. sustainable transportation). This idea is different from current policy that
operates on the bases of fixed goals and visions, where little, if any, reflection and learning
processes take place. In short, the interim objectives will have three components to them;
content objective (what the policy wants to achieve, targets, etc.), process objectives
(perspectives and behaviour of actors, unexpected developments) how the objectives are
going to be met, and finally, learning objective (the lessons learned from experiments, both
positive and negative). One way to help HUR better plan and bring about more sustainable
transportation would be to follow this approach, managing the transition process. As an
organisation, HUR already has many short-term policy goals, such as adding filters to
busses, extending certain bus lines and increasing parking places for cars and bikes at
stations (HUR 2002c). What HUR does not provide is exactly how these objectives are
going to be met and how these objectives fit into the longer-term regional plan for
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transport in Copenhagen. The only concrete things found within HUR’s visions statements
are those with regards to actually physical infrastructure projects, such as a new light rail
line (City Ring 3) and new bike routes, as well as quantitative figures, such as 5,000 new
bike spots, 10 km of bus lanes, etc. Through a ‘Transition Management’ perspective, these
system improvements are needed, but they are not enough. What are the longer-term
implications of these investments? Why aren’t they combined with other areas such as
housing, business promotion, hospitals, schools, etc.? The interviewees conducted for this
report have revealed that a lot of what HUR has envisioned for the future transport network
has already failed.
HUR has several visions about what it wants to do in the future with regards to improving
the transportation network (ibid: 15). Some of these visions will be discussed here to
demonstrate that these visions will not lead to an improved system as they do not address
the underlying problems of bringing about more sustainable and better transportation.
From a ‘Transition Management’ perspective, these visions are too fixed and are based on
traditional target based policy goals. With regard to specific cases, HUR could do an
important number of things to better assist in the transition to sustainable transportation.
Park and Rides
HUR plans to expand the number of park and ride places for cars and bikes. The expansion
of these stations is, however, the conventional way of planning for automobile-oriented
transport. From a sustainable point of view, increasing the ease of which one could use
their car, even if it is to get to a place where public transport can be used is not sustainable,
as it does not address the fact that increasing car use leads to more negative environmental
side effects. According to Mr. Leonardsen, these park and rides are not used very much at
the moment. Adding more capacity will not make them more attractive from a user point of
view. HUR claims this capacity building is an improvement in the transport system, but in
the context of ‘Transition Management’; there is no mention of how to overcome this
problem of lack of interest in them and how to reduce overall car use. The whole idea of
park and rides needs to be re-thought. Cars are accepted as an important mode of
transportation but they should become part of a more comprehensive service and for
specific purposes. Cars and public transport should be included in one vision and
complement each other while reducing the overall need for cars. Those two modes of
transportation should not be seen as competing modes any more. They could serve
different purposes. They could possibly hold potential for being an important point where
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the idea of customised mobility could come about (see 7.5 for more information on
Mobility Service Provider). Mr. Larsen agrees and said that “these park and rides need to
have a new vision” and this could be a starting point of changing people’s attitudes
towards car use and public transportation. One of the reasons why park and rides are not
used is that people do not have a need to use them. If a need was to be created, then they
could become more focal transportation points where different forms of transport would
meet and where people would have choices of which type of transport mode they would
take.  In the Utrecht Plan, they have adopted this concept and have identified focal
transportation points for the region. A ‘Transition Management’ task would be to increase
the attractiveness of park and rides, as already planned by HUR, but also bring together
businesses, researchers and NGO’s in a transition arena to try and come up with more
innovative ideas of how to best utilize these stations. In this way, capacity is added (not
just car capacity), but the longer-term goal of making them more attractive is also added to
the decision making process. If supermarkets, medical services and even schools were
located around these park and ride stations then they would become more attractive from a
user point of view. People could do their shopping on their way home from work, or go see
their doctor, for example, and it would be convenient for them to have all these services in
one area as it will save them time. The business interest would finance the building and
operating costs of these park and rides and in turn, more people using the public transport
will bring in increased revenues for better public transport services. This combination of
user benefits and market mechanisms are key aspects of having a successful transition
within ‘Transition Management’. In the longer run, the concept of car pooling, car sharing
and bike sharing can be used through these park and rides stations, as they would become
focal points of the community and make them a good base in which to launch such ideas.
Better Service
HUR is planning on improving the bus service of the existing network. They are planning
on providing higher quality service in the hope of bring about more comfort to passengers
and making the system more attractive to users. HUR is introducing an electronic
information systems and an electronic travel card to make it easier for those that ride
public transport. Although these things are encouraged in a transition to sustainable
transportation, they will not have a lasting effect on people’s behaviour, particularly bus
use. Today, 81% of Greater Copenhagen Region’s people use cars to get to and from work
and this number is increasing rapidly while bus use is dropping. The focus of HUR’s
reports are relying on small improvements in the system with no ideas on how to work
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towards a shift in the way people see mobility. This is something that HUR could use
‘Transition Management’ for. On top of improving the system and setting goals, such as
reducing travel times, and pollution levels from the busses, HUR could work more closely
with other transport actors in developing one regional wide transport authority with one
strong vision. This type of vision will be needed if the Copenhagen Region is to have more
sustainable transportation. Currently, HUR traffic plans are weak, according to Mr.
Leonardsen. In order to be able to fully offer the best public transport services, all transport
actors must have a combined vision of how to move the transportation provisions in the
Region away from the current fragmented and complex structure that exists today. The task
of bringing together all transport authorities is monumental in on its own, and is not the
focus of this project. However, an area where ‘Transition Management’ could help would
be the helping of formulation the Region’s transport visions.
Currently HUR is in charge of this regional planning and traffic planning, and this could be
an area where ‘Transition Management’ could be used. Mr. Milthers agrees that the
process of ‘Transition Management’ might best work within the Regional Plan.  He also
adds that the type of visions that ‘Transition Management’ calls for, are currently a part of
the Regional Plan with its longer-term perspectives. In saying that, the long-term vision
aspects that ‘Transition Management’ calls for are already a part of the Regional Plan but
what is not being carried out is the actual steps and integration needed to carry out these
visions. As already stated, another crucial point is who participates in the process and how
the visions are created (see Chapter 7.1). Also, the Regional Plan is still very much
independent projects and statements coming together from different governmental
organisations, with no combined regional viewpoint. The 2001 Regional Plan was the first
one organised by HUR and it was only a combination of five of the counties’ plans,
according to Sven Milthers and he states that these plans only have a four-year perspective
with concrete objectives, while there is an outlook of twelve years.  Mr. Milthers also
added that the current National Government has weakened the powers of the Regional
Plan, in favour of giving more planning control to the local authorities. This type of
planning will make it more difficult for the Copenhagen Region to develop longer-term
visions and plans when so many local interests dominate the agenda.
In order to carry out ‘Transition Management’, the current means of governance has to
change. This would mean a new role not only for HUR, but also for all the different
transport actors. The way policy is created will have to be expanded to be broader and
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more support from businesses and citizen would be required.  Rip and Kemp (1998; 2000)
suggest that “a modulation approach that seeks to modulate ongoing dynamics into socially
beneficially directions” would exploit this “window of opportunity” (Kemp and Rotmans
2002: 15). By looking at problems, patterns, existing structure and expectations the trends,
regime rules and expectations of each actor will help develop possibilities for action (ibid:
15).
7.3 Innovation Stimulation Combined with System Improvement
One of the goals of using the ‘Transition Management’ perspective is that it aims for
system innovation alongside system improvement. These can only come about after the
main problems have been addressed and the visions have been created within the transition
arena.  New ideas, technologies and solutions are to be sought after in a trial and error
process. Some innovative ideas and improvements to the transportation system by HUR
will be discussed here. What ‘Transition Management’ says about bringing about
innovation stimulation and system improvement will also be discussed, followed by the
challenges HUR is facing in reaching such system innovations and improvements.
‘Transition Management’ calls for a facilitator/initiator to take charge of the process
management of a transition. This role could be played by HUR. Within a transition process
HUR would bring together a select group of people in order to come up with local
experiments that hold potential for making the system more sustainable. One such idea is
the GPS system that combines technology with cars, with the overall intent of reducing its
use15. Copenhagen Municipality carried out a trial experiment using road pricing using a
GPS System. 500 cars participated and the results, according to Mr. Leonardsen, were that
it changed people’s driving habits. According to goals, visions and a learning process are
developed in these transitions arenas in an attempt to change how people view these
experiments and what they can learn from them. The results of these experiments should
always be analyzed and the whole process should be seen as a learning experiment.  A
project, such as GPS systems, if proven successful in reducing car use, would make people
become aware of the actually cost of operating a car in an urban area. The goal of this
experiment is not only to reduce car use, but it can also serve as an educational tool in how
people perceive the car. These behavioural and perception changes are very important for
                                                
15 GPS is seen as key technology for system innovation according to the Dutch “Perspectievennota Verkeer
en Vervoer” (Key Technologies for System Innovations) Kemp and Rotmans (2002), pg 21.
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society, if it is to become more sustainable. It must also be noted that failure must be
accepted and anticipated. Some experiments will fail and this is a part of ‘Transition
Management’. Again, the idea about how we view these experiments is important. Society
cannot always expect successful experiments, but it is the hope that using the transition
arenas and bringing together knowledgeable people will reduce those failures.
Although it has been advocated for HUR to take the leading coordinating role for a
transition to more sustainable transportation, it does not mean that it will always be in
charge of the experiments. One aspect of the transition process is to create a business
interest in it, and it is therefore essential that companies can carry out their own
experiments. Public-private partnerships should be encouraged. By engaging in such
partnerships, the governmental body, in this case HUR, can bring to the process some
security. Reducing uncertainty to the market place and engaging in partnerships will more
likely attract a business interest into the process.
Reducing the need for the car is one of way of bringing about more sustainable
transportation in the short term. Making people more aware of the alternatives, such as
taking their bikes or using public transport came about could be the role of HUR.
Although the example of GPS systems was an experiment conducted by the municipality,
HUR is the organisation that would best be able to provide a region-wide experiment such
as this. The Municipality does not have the legal status to carry on this experiment or to
conduct this experiment any further. The national government did not wish to support this
type of experiment and therefore the project was discontinued. There was fear that this
experiment was a sort of a “big-brother” idea, where the government could tract motorist
movements. These fears were unfounded as no central registration is evolved and people
are already “tracked” through other means such as the social insurance number (CPR no.,
mobile phone companies, etc) (Kristensen and Herslund 2004). Addition to this, fears of
new fees for motorists are not very liked by the public and this could have influenced the
politician’s decision about ending the project. HUR, however, should work with better
integrating what is learnt through experiments with other government levels, regions and
with the national government. The process of communication becomes important between
all regions and with the national government, as to provide a much broader experimental
knowledge on which to draw from.
The alternatives to using a car would also have to be presented to people. HUR, as a
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regional transport authority would be the best organisation to do this. It is not enough to
make people aware of the costs associated with driving, they must be presented with
attractive alternatives that either complement car use or reduce the need to drive a car. In
this way, HUR could provide this service by becoming a mobility service, giving people
choices for the most cost effective and fastest ways to travel around (see section 7.5 for
more information on Mobility Service Provider). HUR could also create more of a business
interest with this type of technology by attracting companies and businesses to create a
more user friendly and optimal GPS system, for example, in the entire region. Bent Larsen
stated that HUR does not have the financial resources for extensive experiments and
therefore, a business partnership would be one way of obtaining recourses. The
partnerships that HUR could create with businesses would help to address some of the
uncertainties that exist when trying out new experiments.
Local Experiments
Harbour Busses (boats)
HUR has been experimenting with Harbour Busses. By taking advantage of Copenhagen’s
many waterways they are providing people with a faster way to get across the various
channels. The Harbour Busses appear to be popular as they carried over 343, 000 people in
2003, an increase of over 58,000 rides from 2002 (Woolridge 2004: 9). ‘Transition
Management’ states that trial projects, such as the Harbour Busses, should be better
organised in a way that both users of the boats and operators learn more about the
possibilities they hold. The use of the Harbour Busses could have been expanded, to
include four boats, from the current two, providing more frequent connections and possibly
attracting more users. The busses could also have been expanded to go to other key points
along the waterways of Copenhagen. Bent Larsen suggested that sponsorship money could
be used to maintain the boats and his idea fits in line with ‘Transition Management’ by
creating a business/market interest in experiments. Being a country of many islands,
Denmark has many companies that already provide boat and ferry services to various
points around the country. Their expertise and knowledge of running passenger boat
services could have been used in this case to at least attempt and make the boats profitable
and attractive. ‘Transition Management’ accepts the fact that some innovations and
experiments will fail and this might have been the case with these Harbour Busses.
However, the full potential of this new mode of transport for Copenhagen was not fully
explored due to a lack of vision within the current political structure. This is a major
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hindrance for system innovation. The Harbour Busses should be seen as only one part of
the much bigger master plan for the region and what is learned, both negative and positive
aspects, by offering this service should inform future decision-making. The application of
‘Transition Management’ would have at least, in this case, helped society to explore all the
benefits that this new service held before making the decision to end the experiment. HUR
has not thought about this experiment in such away and this is what ‘Transition
Management’ hopes to achieve.
Unfortunately, due to financial restraints of HUR along with the withdrawal of funds by
the national government, the experiment is coming to an end. Bent Larsen believes that the
Harbour Busses should be looked at upon in a “totally different concept” and that is what
‘Transition Management’ would attempt to do. Mr. Larsen’s recognizes that the
experiment has potential but the capacity of HUR, with so many financial restraints does
not allow HUR to continue the experiment. In this case, it is not the unwillingness of the
organisation to continue with the experiment; it is the other actors that HUR has to deal
with. The national government and the other transport actors have their own agendas and
priorities and do not want to be apart of such experimental forms of transportation.
Despite the fact that of the successes of the Harbour Busses and that they could actually
bring more passengers to use other transportation forms that other actors provide, there is a
lack of commitment. The boats could have been better coordinated with land transport,
with companies in the region and they were coordinated into the greater visions for
transport of the region, then maybe this experiment would have been a success.
Improving the Service
HUR has also worked with creating a new type of bus service, the A-Line bus routes.
These busses are an attempt to improve the transport system by having them operate in
areas where the Metro does not run. They also stop less often than regular busses, reducing
traveling times for its users. The further adoption of IT-systems on the busses creates a
continual information exchange between HUR’s head office, the bus drivers and the
customers. Drivers are informed of traffic problems, safety issues, and delays in other
transport connections for passengers. This instant and update information services make
the busses more attractive from both a user and company point of view. Fewer delays can
lead to a reduction in costs and improved customer relations between HUR and bus users.
According to Bent Larsen, congestion costs HUR over 10 million Danish Crowns a year,
and it is increasing rapidly. The A-Lines and IT-system is thus one successful way of
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reducing travel time while saving money for HUR.
Such system improvements like the A-lines and IT-systems are steps in the right direction
in making public transportation more accessible and beneficial for users. ‘Transition
Management’ supports these innovative ideas yet it also calls for more long-term system
innovations. The Dutch have focused their long term goals on developing and finding
applications for efficient and more cleaner fuel sources for vehicles (NMP-4 2003: 34-35).
Although this is a national strategy for the Dutch Government, on a regional level, HUR
could plan to add more fuel efficient and alternative fuel source vehicles to its fleet. This
type of longer term planning would allow innovators and forward thinkers to enter into the
discussions about how this can be carried out and what type of busses would be best suited
in the Copenhagen Region. By creating a longer-term vision of what type of busses HUR
wishes to have in the future, a business interest would be created in helping the
organisation to reach its objective. This type of example happened in California where the
government adopted the policy that all cars should have zero emissions by the year 2010.
The policy adopted by the Californian government created a future demand and market
places for the electric car (and possibly bus). Consequently, many businesses and industry
were encourage to research and develop electric vehicles with the knowledge that there
would be a market place and potential profits for their products (Tews and Busch 2002:
173). According to ‘Transition Management’, the efficient use of market forces is key for a
successful transition as businesses and industry and better able to develop the needed
innovations than government. The Dutch transport technology policy supports and pushes
for new technologies “that could bridge the gap between the current regime and a new
sustainable one” (Kemp and Rotmans, 2002: 21). Transitions management for HUR does
not have to follow the same pathway as the Dutch have chosen and it does not necessarily
have to advocate for the same approach. The choices that HUR makes will have to be
developed and discovered within a Danish and Copenhagen perspective. The support and
protection for new innovations is something that HUR could adopt within its policy, but it
will also need the help of other governmental institutions, such as the Ministry of
Transport.
HUR does not have the operative role in most transportation areas at the moment, as it has
a more coordinating role. HUR lacks the investment money needed to bring about such
innovations and to carry out more local experiments in the attempt to learn what works
best in the Copenhagen region. According to Sven Milthers, it is “difficult to decide on a
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development that lies 10, 15, 20 years ahead, especially when it involves a dramatic
change in technology…it is very difficult to get that accepted by a large number of
politicians and bureaucrats…”. This statement demonstrates one of the difficulties
politicians have in creating longer-term visions with regards to creating more innovation.
The use of a transition arena, with the bringing together of more innovators and forward
thinkers is one way that could overcome this political deadlock. By working alongside the
traditional policy lines, the transition arena participants can provide much needed input and
support from local experiments, such as GPS and the Harbour Busses examples, in order
for politicians to be given the needed proof about what can work and what needs to be
changed. The transition towards more sustainable transport would greatly benefit from this
type of structure to support and create a better platform in which the transportation systems
can be improved and where more innovation can be stimulated for future benefits.
7.4 Coordination
As described before, the current unsustainable transportation system is a complex problem
that results from the interaction of numerous diverse actors and encompasses different
scale-levels (local, regional, national, international). Essential to managing transitions is
the systems approach to grasp the diversity and complexity in this field. This is quite a
challenge, but necessary when aiming for a broad societal change in transportation.
As mentioned before, the authors of the model suggest different possibilities to improve
the co-ordination between diverse actors: markets, planning and institutions. With regard
to economic or market-based measures to influence people’s choices, HUR’s hands are
bound. As mentioned before HUR sets the prices for public transport in the Greater
Copenhagen Region, but the tight budgetary situation, aggravated by the loss of bus
passengers, the cuts in the grants by the government and the rise in prices for bus hours
(Larsen 2004), does not leave HUR much room to manoeuvre. Instead, the recent rise in
prices has certainly been counterproductive to striving towards a more sustainable
transportation system. The prices for individual mobility cannot be influenced by HUR.
Most of the responsibilities are located at the national level (tax on gasoline, car
registration tax, tax rebate for commuters, road pricing). The rebate for commuters is
clearly an incentive to travel longer distances and is therefore counterproductive for
developing more sustainable transportation. Additionally, the economic incentive set by
the car registration tax to limit the car fleet are ambivalent, because at first it makes it
expensive to buy a car, but this in return creates an incentive to use the car as much as
‘Transition Management’ in Developing a More Sustainable Transportation System
Caruso & Kern 90
possible to make it worth it, especially taking into account the presence of expensive
public transport compared to the additional fuel costs (Bjerre 2004). This is certainly one
area where HUR should play an active role to overcome this situation.
Parking tariffs are also one economic instrument to influence the choice of transport mode
to go to the city centre, but the municipalities of Copenhagen and Frederiksberg are in
charge of this decision (Leonardsen 2004). Ideally, HUR could take over some
responsibilities from the municipalities, for instance the management of car parks or park-
and-ride stations, which could also be a new and independent source of revenue. Bent
Larsen mentioned Lyon as a good example for such far-reaching competencies of a
transport authority and sees it as a potential model for the Greater Copenhagen Region
(Larsen 2004).
One interesting point to mention here is, that the privatisation and outsourcing of the bus
services has made it possible to improve the service (more advanced busses incl. AC and
better filters) and to bring prices down per bus hour. Interestingly, however, prices are
rising at the moment, partly due to the bankruptcy of a public company (COMPASS),
which distorted the price level (Larsen 2004). However, the outsourcing of the bus services
and the following increased efficiency is one of HUR’s economic levers to insure quality
and balance the budget. This strategy ideally offers user and societal benefits, because it
safeguards service improvements and enlarges HUR’s possibilities to finance other
activities.
The second and third mechanism for coordination suggest above, is the use of strategic
planning informed by long-term visions of sustainability and coordination through
structure.  They are closely connected and will be discussed together.
Ideally, the public authorities institutionalise the transition process through transition
arenas and the allocation of roles, tasks and responsibilities to different actors. Orientation
is given towards innovation, innovators and independent experts. The transition arena as an
open and dynamic network can be seen as a meta-instrument for managing transitions,
brings new actors in and creates a stage for new types of interaction with public and private
actors (Kemp and Loorbach 2003: 16). This multi-actor perspective and interactive
governance approach would be essential for HUR using ‘Transition Management’. No
single actor is able to steer a transition, neither in terms of power nor in terms of
competence or acceptance, and therefore the contribution of other actors becomes vital.
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The lack of coordination between the different public transport operators was criticised by
different people (Mads Lebech, HUR chair; Martin Lidegaard) at a recent FLUX debate at
Roskilde University on January 28th, 2004. It seems to be that the problem of awareness is
there among different actors. HUR could take the lead and initiate more in-depth
cooperation trough a transition arena. They could try to inspire the other actors in the
process to enhance willingness and commitment. Ideally, it should be possible to achieve
one shared vision for the region among the different operators. So far, the different actors
have not been capable of creating a combined vision that people believe in and “if people
don’t believe in it…they just don’t back it up. That is what I feel is happening right now”
(Larsen 2004). Maybe the suggested actions and changes in perspective of the concerned
actors will help to overcome this situation. As described above, public support is a
necessary precondition for managing the transition towards a more sustainable
transportation system.
Going even further, it could also be beneficial to have one operator taking care of the entire
public transport service in the region. This would optimise the transport supply, would lead
to better coordinated activities, and would also solve some of HUR’s financial problem due
to the loss of passengers to the Metro, which in turn negatively influences HUR’s service.
They had to raise ticket prices and cut routes to balance the budget, which will probably
result in an even bigger loss in passengers and declining ticket sales. At least within the
political board of HUR it is now widely accepted that one strong organisation for transport
is needed. That has not been the case before (Larsen 2004; Milthers 2004). To have only
one operator could help HUR to escape from the described vicious circle.
Having the responsibility for diverse fields, including regional planning, traffic planning,
business promotion, and tourisms, offers some prospects for HUR as the initiator for a
change process towards more sustainable transportation system, because the co-ordination
of those activities holds some promise from a ‘Transition Management’ perspective. As
Leonardsen described, the location of industry and business “is probably the most
important factor why people are using cars” (Leonardsen 2004). If you succeed in
developing a broader and more combined perspective on those issues, the transition is
more likely to happen. The regional plan from the Province of Limburg shows that it is
possible to combine aspects of regional sustainability (including the socially and
economically pressing issues discussed in Denmark) and transport aspects. The three
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different aspects of sustainability have to be taken into account and the SCENE model is
one suggestion on how to do this. This model could be used by HUR as a framework for
action and communication.
Some of these ideas and suggestions were contested during the interviews and various
concerns concerning the applicability were discussed. The already mentioned highway
case (motorway to Frederiksund) is a good example for lacking co-ordination between
different levels of government. The responsibility of planning and administering a
motorway is allocated to the national road directorate, including the assessment of possible
alternatives to building the road (please see 6.5 for more information on this point).
According to Tonny Lacomble Nielsen, this could be called a strange institutional set-up,
because those who have an institutional interest in building the highway shall also look for
alternatives (Nielsen 2004). HUR has not been asked for assistance in doing that, although
they are probably more informed about the local situation and could help the companies
that felt a need for the motorway, to fulfil their travel needs by using other means that are
more sustainable. This example shows how the current allocation of responsibilities leads
to sub-optimal results. There has been no co-ordination between HUR, the road directorate,
business actors, the mayors in the affected municipalities and the public/NGO’s. Instead of
this, another sort of co-ordination took place: The so-called city circle was established as a
closed policy and lobby network. Only the mayors and certain companies participated in
this unofficial forum and pushed for the motorway (Thorsen 2004). ‘Transition
Management’ would call for an open discussion of the underlying issues to gain a shared
understanding among different actors of the problems at hand and work towards a shared
vision. This could have helped to change the perspectives of the mayors and the companies
that supported the motorway. For the companies it is not a power struggle, but they seek
for a solution for their traffic problems. Therefore they should theoretically be open to
alternative solutions. In support of this theory, during the course of the discussions and
protest against the motorway a lot of companies actually changed their mind (Thorsen
2004).
One hindrance for the establishment of one public transport operator for the region is the
power struggle between the national and the regional level. The politicians on the national
level don’t want to give up power over DSB, because the railway company is profitable for
the national government, according to Bent Larsen. He says, “DSB is creating a lot of
profit, which isn’t difficult when all your investments are paid for” (Larsen 2004). There
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has been a discussion about establishing one big transport company, but those ideas have
been turned down by the Ministry of Transport, since they don’t want to loose control over
parts of DSB and the surplus of DSB goes back to the ministry of transport: “Any minister
of transport takes the publicity to give away this money” (Larsen 2004). Self-interests and
power games have to be seen as a restricting factor for the ideas of ‘Transition
Management’ in the ‘real world’. The important question is how to solve those conflicts
and power struggles between politicians on the regional and national level, and
horizontally between the different operators that lead to sub-optimised results for society in
the long run. The operators see each other as competitors so far. DSB, HUR and Metro
have three different visions and three different strategies. The co-operation among them
went as far as the City Net as a web platform for information about the offered services
(Larsen 2004). A closer co-operation of the operators is not desired, because of the self-
interests of the organisations and competing agendas. A lot of activities duplicate each
other and seen from a societal or systems point of view this a waste of resources. The
challenge would be to overcome this lock in and change the thinking of the operators
towards a broader perspective. From a ‘Transition Management’ viewpoint the competitive
selfishness and decentralised structure is too short sighted. It seems to assume that the
demand for public transport is fixed and that the different operators fight about the share of
passengers to increase their own revenue. This struggle is a zero-sum game for society. A
more sustainable transportation system would definitively be more based on public than on
private transport and would therefore increase the general demand for public transport
significantly. A strategy of co-operation and aiming for system innovation could thus, even
in the absence of one single transport operator, be beneficial for all partners.
One concrete example for lacking co-ordination and co-operation on the planning level is
Flintholm station. Buses were not included in the planning and construction of this new
station, which is now very user-unfriendly, “because nobody though about the busses”
(Larsen 2004). The strategic mobility plan Utrecht puts emphasis exactly on the shift
between different modes of transport. This is seen to be crucial for a more sustainable
transport system and therefore better co-ordination is absolutely necessary. A regional
sustainability vision or a regional mobility plan could help to do that. It is seen as an old
fashioned institutional set-up that the government holds the responsibility for trains and
Metro and HUR for the bus service (Larsen 2004). Leonardsen confirmed that there is no
effective co-ordination between HUR’s traffic plans and the ones from the different
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municipalities, besides the information exchange on a staff level (Leonardsen 2004). This
is clearly a hindrance for a combined vision.
The local experiment in Copenhagen municipality with road pricing based on a GPS
system can be seen as an example for a successful experiment, because it worked
technically and it showed that road pricing is a way to reduce car use without reducing
people’s mobility. It lead the municipality to move forward in introducing road pricing, but
they were turned down by the national government which is in charge of this decision
(Leonardsen 2004). This could be interpreted as a typical system failure. The coordination
between the different levels is not satisfactory and local experiments did not inform
national policies in this case. HUR could take an active stance in this discussion and
promote the idea on a regional level among the five units forming HUR, map out the
positive benefits for the system as well as for the users and lobby the government in this
direction.
The idea of having a stronger role of HUR as one agency for public transport in the whole
area is supported by Copenhagen municipality, but due to selfish interests. Firstly,
Copenhagen mainly carries the burden of the failures of the existing system in form of
congestion problems. Secondly, it is the belief that a strong regional plan based on the aim
of reduced car transport will automatically be beneficial for Copenhagen, because it would
mean that more development would take place within the city and not in the outskirts,
reversing the current trend (Leonardsen 2004). If HUR is to play a stronger role, the other
four units involved also have to see some advantages in it. To map out those potential
advantages could be worked on in the transition arena.
7.5 Mobility service provision
A theme of ‘Transition Management’ is that the role of public transport authorities should
change. The traditional role of planning and providing transport services, such as bus and
rail services must be looked at in a different way. A new role for HUR would be to become
a mobility service provider. HUR would become a mobility service provider for customers
and businesses to help them combine different modes of transportation and which could
influence people to take more sustainable forms of transport. In this way, HUR would
work on customising mobility where different forms of transport, such as the car, bus and
train will be selectively used with the aim of reducing overall car use. According to Kemp
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and Rotmans, this could be one of the possibilities for a sustainability vision combining
user benefits with societal benefits. They explain this vision by stating,
Customised mobility involves changes in ownership, infrastructure, car
accessibility and behaviour. The trend towards car ownership of more than one car
is reversed. People increasingly use cars owned by car sharing organisation and
public transport companies which can be assessed through smart cards and
reserved…Within such a system, we have mobility agencies and mobility centres
where people can shift to other types of transport: light rail, public cars, bicycles,
etc. Intra and interurban traffic is linked at city mobility stations (2002: 19).
In changing the role of HUR, from only a provider of transport service, the organisation
can better help society shift its dependency on car mobility. Combined with a change in
zoning policies to give priority to public transport, cities would become more liveable
places, due to less congestion, less air pollution and easier movement of people in more
environmentally friendly ways. Such a new concept is already being experimented with
HUR. HUR is currently in the second year of an experiment with Mobility Management.
One of the most common definitions of mobility management used in the European Union
(EU) is,
Mobility Management is primarily a demand-oriented approach to passenger
and freight transport that involves new partnerships and a set of tools to
support and encourage change of attitude and behaviour towards sustainable
modes of transport.  These tools are usually based on information,
communication, organisation, coordination and require promotion. (Zuallaert
and Jones 2002: 4).
The HUR Mobility Management unit consists of four full time people who are attempting
to apply this concept in Denmark for the first time. According to Tonny Lacomble Nielsen,
the focus of the HUR Mobility Management Unit is to create transport plans for
employees, mainly in large businesses. In the process, a better and more effective dialogue
is being created between the public transport authority and the business community. The
cooperation between the Mobility Management Unit and companies can be seen as a
private-public-partnership (PPP) in which governments enter into agreements with
companies, but still retain a planning function in the process. The idea of PPPs is very new
to Denmark and there is currently a lack of experience about them in Denmark (Jacob
Bjerre 2004). Despite this, HUR is hoping that by engaging in partnerships with companies
it could be one way of financing future infrastructure projects (ibid. 2004). Jacob Bjerre
mentioned that the new light rail being proposed from Lyngby to Glostrup is set up along
the lines of PPP, where three private organisations are making an offer to build the line
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with HUR being the planning authority.  However, he admits that they are facing great
difficulties.
HUR is in the process of evaluating the mobility management project now, and Tonny
Lacomble Nielsen states that many things have been learned. He hopes that the lessons
learned will be incorporated into other HUR planning initiatives. This learning-by-doing
process is an important tool for organisations in a transitions process. Sven Milthers says
that the Mobility Management Unit will have to demonstrate that behavioural changes
have resulted from their projects, if the political board is to continue funding the unit. The
results that politician’s desire will be hard to prove within such a short period of time and
the authors of this report claim that this is a very short-sighted viewpoint to have. Learning
is an important component of any new experiment and with the new form of co-operation
HUR is trying to develop. A longer time frame and support should be given to this unit and
this is what ‘Transition Management’ is calling for.
HUR was a pioneer in setting up this experiment, the first in Denmark, as a way to change
the perspective from a supply to a demand-oriented approach. In order for the Mobility
Management Unit to proceed, however, the car cannot be viewed as being in competition
with public transportation, but rather as supplements in every day life. The idea is that
mobility management can inform citizens and the business community of the best possible
means of transport and have them make the final decision for what is best. In saying that,
Mr. Nielsen added that you must also promote the attractiveness of public transport in a
way that makes people want to use it instead of taking their cars. To date, the project has
generated a lot of interest from companies willing to participate, so much so that a waiting
list was created.  It will not have any longer lasting effects if the experiment was not fully
evaluated and extended in areas where it shows promise. A pillar for a successful
‘Transition Management’ process is that niche experiments, such as this, are continually
reflected upon (learning from what works and what does not) and are incorporated into
existing policy domains. Mr. Nielsen agrees and hopes to take mobility management away
from being just a niche experiment and have it become a part of the regular operations of
HUR. In this way, Mr. Nielsen’s viewpoint is in line with the attempt of ‘Transition
Management’ to take successful lessons learned from experiments and incorporates them
into existing policy. This process of learning-by-doing and doing-by-learning, a sort of
focus on learning approach is central for successful transitions to occur.
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Where the Mobility Management Unit within HUR Stands Today
The final report on mobility management will soon be presented to the HUR Council and
the discussions of the future of the unit will be made. Unfortunately, even though the early
results of the mobility management show much promise in terms of partnership building,
interest from companies willing to participate, two members of the HUR political board,
Mr. Larsen and Mr. Milthers, do not see the project continuing. Again, the lack of financial
resources will probably force the HUR Council to shut down the mobility management
unit. The politicians have a responsibility to keep HUR’s finances in line and are faced
with monumental budget problems at the moment, and therefore their decision to close
down the mobility management unit is understandable. Politicians, however, should also be
concerned with a longer viewpoint of the future of Copenhagen’s transport system.
Politicians want clear and precise results in the short two years that were given for this
experiment. Two years is not long enough to get a full understanding of how mobility
management could benefit the transport network. Mr. Milthers agrees that the time frame is
too short and he adds that because the mobility management offers services for free, HUR
cannot afford to use its limited resources of giving away free service. According to Mr.
Nielsen, it would be difficult to get companies to participate in the project if they were
charged fees. Congestion problems in Copenhagen are not so severe at the moment
according to many of the interviewees, compared to other large cities, so the motivation for
companies to participate in such a project is lower. Most interviewees, however, agree that
in 10-15 years, if trends continue, Copenhagen will be faced with the kind of congestion
now seen in other European cities. Therefore, this would be the time to develop
experiments that could help to inform current and future decisions. The idea of mobility
management is new in Denmark and what can be learned from it over the course of 5 to 10
years, for example, could allow it to improve what it does and therefore position itself as a
strong unit in which to address the predicted congestion problems the city will have.
There are many things that that have been learned from the Mobility Management Unit,
even in such a short period of time. This knowledge and expertise being developed could
be further utilised within HUR, if it had a longer-term vision of bring about more
sustainable vision.  So far HUR hasn’t been able to create a combined vision within the
organisation and with the other transportation actors. Mr. Larsen said “I think the people of
Copenhagen need to get a feeling that the regional authorities need to sit down and create a
common vision where we should be in 15 years time”. In terms of a long-term vision, Mr.
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Larsen is hoping that all regional authorities will come together to create one regional
transport authority. ‘Transition Management’ cannot force all the transport authorities
them to come together. Once they do, however, the set up of creating future visions with
short-term experiments in the framework of longer term goals by learning as you go along,
holds potential in creating a sustainable transport network.
Mobility Consultant for other Transport Authorities
‘Transition Management’ attempts to break away from the traditional top-down form of
planning and policy creation. In doing so, according to Kemp and Rotmans (2002: 22)
“one should not rely altogether on the solutions favoured by established actors who are
likely to be locked into old ways of thinking and have an interest in the status quo”. This
type of traditional thinking can be seen with the current prioritising of highway building in
Denmark. In Denmark, the Road Directorate (Vejdirekorate) is responsible for planning
highways. They are also responsible for suggesting alternatives to highway building. This
is a contradiction of responsibilities. On one hand, the Road Directorate’s main mission is
to plan and manage national roads, and on the other hand they are suppose to come up with
other possible transportation choices, which in the opinion of the authors of this report,
does not provide the best possible means of researching alternatives. According to Mr.
Nielsen, who has worked in the Road Directorate, “transport planning is still much
dispersed and relatively uncoordinated among the different authorities dealing with traffic
and transport”. If this is the case, then how can the Road Directorate create alternatives
suggestions on the bases on such dispersed knowledge? The best option would be to
combine knowledge and expertise learned from other transport actors, such as HUR.
HUR could change its role by providing mobility services in a way that would see the
organisation work more closely with other transport authorities in developing alternatives
for traditional infrastructure projects such as highway building. Regional authorities are
more in direct contact with the local situation as they provide locally based services. They
could therefore be in a better position to act as a consultant on issues related to local
alternatives for transportation. HUR is also more socially responsibly to the local people as
they provide direct services to them, and rely directly on them for financial resources. The
Road Directorate is a national government authority and is therefore much further away
from being able to assess the local or regional needs of citizens. Marianne Thorsen’s
organisation Grøn Trafik has attended all of the Road Directorate’s meetings and they have
given presentations on the new highway being proposed in the Frederikssund finger. Her
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experience with the Road Directorate shows that a lot of important environmental and
economic considerations can be left out of plans on the impacts of the new highway would
have. Her organisation has managed to slow down the process of getting the highway built
due to high levels of local opposition. The purpose of the highway, according to the local
businesses and mayors in the area, is to promote more businesses in the area. There is no
guarantee that business will locate in an area because of a new highway.  The new highway
would lead to a more highly dependent automobile community and would lead to other
external effects, such as urban sprawl, more congestion (in the long run) and a lower
environmental quality.
What has been left out of the debate is the role that other forms of transportation could play
in meeting some of the needs of the desired goal of the local mayors and businesses. It is
beyond the scope the of the project to fully analyse the way the Road Directorate carries
out the seek for alternative solutions, but at least the idea that a more local authority
assessing what the alternatives could be is a reasonable argument, in the opinion of the
authors. According to Litmann and Burwell, “solutions tend to reflect current practices and
institutional convenience” and this is something that is going on with the Road
Directorate’s handling of building this highway (2003: 12). Learning from the mobility
management unit and from the case of the park and rides, would at least give HUR a better
understanding of ways to improve the transport system for both businesses and citizens and
HUR could provide insight into more sustainable means of transportation.  In this way, a
more multi-dimensional and multi-actor planning process that breaks away from the
traditional planning and policy approach would prevail.  This is what ‘Transition
Management’ calls for. As well, the idea that both national and local transport policies
should be coordinated is an important step in creating a transition to sustainable mobility
(more in Section 7.4). At the moment HUR is not in a position to undertake such a role.
They lack both the financial resources and the legal framework to work together with the
Road Directorate.
7.6 Barriers and Potentials of using ‘Transition Management’
Our analysis of the interview transcript confirmed that ‘Transition Management’ is at the
roots of the problems of current transportation policy and planning. The interviewees
contributed some validation of the barriers and potentials of using ‘Transition
Management’. An overview of the barriers and potentials of using ‘Transition
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Management’ in developing more sustainable transportation within the Greater
Copenhagen Region will be given below.
Barriers to using ‘Transition Management’
Two of the biggest barriers of using ‘Transition Management’ seem to be transportation
planners and politicians. Transportation planners may not be willing to open up the
planning process. The traditional planner is comfortable and confident in what he/she does
and the traditional methods are what he/she would have been educated in. Switching to a
new way of planning will surely be met with apprehension and some resistance. Willson
agrees with this and emphasised that,
Transportation planners may shudder at the thought of “opening up”
transportation planning, thinking that the only way to move policy forward is
to control discourse enough so that a working consensus can be created (2001:
24).
Transportation planning and policy makers must be more aware of the useful tools and
potentials of ‘Transition Management’ (or other new approaches) and they must be more
engaged in the development of the model to their own local situation (something this
project is attempting to do). In this way, the planner will have much more influence and be
more open to the new process of governance that ‘Transition Management’ advocates for.
Another barrier of using ‘Transition Management’ are the politicians. Politicians must
move away from their traditional support for infrastructure projects, as seen in the case of
the Fredericksund Highway project, and become more visionary thinkers and leaders.
Support should be given for promising approaches, ideas and innovations that may hold
promise for the betterment of society. Short-sightedness and self-interest politicians will
not result in the kind of strong leadership that Copenhagen needs, if it is to become a
strong regional centre in Europe. Van der Vlis sums up why the long-term approach that
‘Transition Management’ calls for can be difficult for politicians to grasp, “Politically,
aiming at long term objectives is not interesting. Especially in a period when result-
oriented policy is a prerequisite, stimulation programs without specific quantitative goals
are problematic” (2002: 5). In the future, this difficult will have to be further looked into.
Specifically to HUR, there are some other barriers in using ‘Transition Management’. The
members of the political board of HUR are not directly elected and therefore they are not
directly accountability to the citizens. These political members hold other seats in the
local and regional governments and are therefore have a more vested interest in the needs
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of their own constituents there. The current organization with indirectly elected politicians
from the five constituencies is therefore weakly legitimised. From this position, it is
difficult for HUR to be accepted as the player-director in a ‘Transition Management’
process by the general public and by other important actors. A directly elected political
board that is only devoted to HUR would better serve the organisation and the users. A
stronger political board could help to bring about the needed comprehensive action and
coordination of all the different actors and operators. One combined vision a sustainable
transportation system must be created with all actors together, instead of the current multi-
vision perspective found today.
Potential of using ‘Transition Management’
The barriers of using ‘Transition Management’ have already been discussed above and the
potentials of using this new approach will now be discussed here. Although the
suggestions mentioned here are hypothetical, indications from the interviews, other
literature together with examples from the Netherlands do provide strong support of the
possible potentials. In chapter 3.4 the potentials of ‘Transition Management’ were
discussed with relation to innovation stimulation and coordination. After the empirical
analysis, these two areas still appear to hold some of the strongest benefits of this new
approach. In order for a transition process to be carried out, however, the “real world”
financial problems facing HUR must be solved. An interesting question would be if
‘Transition Management’ could help to overcome this problem by shifting priorities
towards new innovative experiments? The mechanisms to support and carry out
innovation stimulation needs to be further investigated.  It has already been demonstrated
that many promising experiments carried out in the Region have, or are coming to an end
due to lack of resources and political will (GPS, Harbour Busses, Mobility Management,
etc.). The focus then should not only be on actual experiments but it should also emphasis
the shift in perspective that is needed. This is a crucial aspect of ‘Transition Management’
and is should not be neglected. Without a shift in perspective from actors, especially those
would lead the transition process, in this case HUR, a transition will fail. This dimension
of a perspective shift would be another area where further research should be carried out.
One merit of the theory of ‘Transition Management’ appears to be in fostering a change in
thinking about sustainability related issues and ways to go out it.
Regarding coordination, the need for one regional transport authority has been raised over
and over again by many of the interviewees. Whether HUR is in the position to lead such
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an undertaking still remains unanswered from the research in this report. What ‘Transition
Management’ can do is create areas that bring together different actors to discuss common
shared problems and to work towards common shared solutions. The transition arena is
one such area, as is also the Regional Plan. The Regional Plan would be an ideal starting
point to start a transition process, as it already has a semi-long term time frame, and is
geared towards more future oriented transportation structures. These ideas seem logical
enough; however, the current transportation set up in the Greater Copenhagen Region,
with the exception of HUR, does not appear to be open to a new form of coordination.
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8 Conclusions
The current transportation planning and policies are failing to bring about more
sustainability. The problems with the command-and-control approach, the predict-and-
provide approach, along with the failure to realise the effects of other ‘non-transport’
policies on transportation have all combined to give society an environmentally damaging
transportation system. The continuing reliance on a fossil fuel base transportation system
with increasing car use is harming the quality of life society and in particular, those people
living in cities. ‘Transition Management’ has been presented as a new, innovative and
forward thinking perspective that could be used to help policy-makers create more
sustainable system. As a forerunner in environmental planning, the adoption of the theory
in the Netherlands demonstrated that new ideas are desired and that there is a growing
awareness to the fact that current policy and planning approaches need to be changed.
From lessons learned in the Netherlands, this report focussed on the application of
‘Transition Management’ in Denmark, and more specifically in the Greater Copenhagen
Region. A case study of HUR, as the largest and most prominent regional planning
authority, was used to see if, and how ‘Transition Management’ could be used. The
underlying idea of this project was to take a new and promising theory, to clarify and
discuss the concepts from a theoretical perspective and to bridge the gap between a
scientific concept and the ‘real world’. The assumption is that only a concept, which has
practicability use, would have something to offer with regards to bringing about more
sustainability. The focus of this project was therefore to research if the model could be
‘translated’ into suggestions for a ‘real world’ application in Copenhagen. In this way,
policy and planning experts would have some more concrete ideas about how this new
approach could be used in the Greater Copenhagen Region.
The analysis revealed some ideas and suggestions about how ‘Transition Management’
could be used in the Greater Copenhagen Area.  The results are discussed below and are
divided into five sections; public participation to develop visions and gain support for
managing transitions; long-term vision as a framework for short-term action; innovation
stimulation combined with system improvement; co-ordination; and mobility service
provision. The proposed ideas are presented along with the practicability of the ideas based
on our actor-analysis.
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A new form of public participation can be used by HUR to tap the full potential of all
transportation related actors. This would include moving away from the traditional public
meetings currently held by HUR, and moving towards a broader participation of creating
visions and formulating problems.  HUR could create these new arenas, becoming a leader
in the process of guiding the transitions, combined with the other actors. These ideas
appear to be very interesting and feasible from HUR’s point of view. The concern that too
much is expected from local citizens was raised; however, HUR’s expertise in transport
planning along with input from other actors should provide a balance between a “top-
down” and “bottom-up” approach.
The existing structure and role of HUR provides a good framework in which more long-
term visions could guide short-term actions. One of HUR’s responsibilities is to make a
regional plan every twelve years, with four-year revisions. The regional plans are where
HUR could set out visions from the current twelve-year timeframe to twenty-five year plus
timeframe that ‘Transition Management’ calls for. This appears to be feasible and desired
from the political side of HUR.
In order for transportation systems to become more sustainable innovation stimulation is
needed along with system improvement. HUR could help create a demand for innovations
within transportation. By creating a demand, investors and innovators will be more willing
to develop innovations for the transporation system. HUR as a strong central authority
would provide stability and reduce uncertainty for new ideas and this would encourage
more companies and private persons to come forward. The transition areana is one such
area when actors could be brought together and it is where a new change in perspective
could start. This change in perspective is important for the creation of system innovation.
Learning-by-doing (from experiments) must be a policy tool and should be incorporated
into the decision making process. The acceptance that some experiments will fail must be
acknowledged. Finally, all these changes must be put into a strategic context with direction
and purpose. It is suggested that HUR could play an indirect role in the facilitating process
of a transition to sustainable mobility. HUR could guide the process but not necessarly
dominant the process. HUR has other traditional planning tasks to carry out and due to the
current lack of resources of the organisation, it will be difficult for HUR to devote already
scarce resources to the transition process.
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One of the biggest challenges facing HUR is its ability to overcome the lack of
coordination. The market mechanisms recommended by ‘Transition Management’, such
as price controlling, is difficult for a regional planning authority to undertake. HUR can set
fares for the bus service but has limited input in the national framework of tax decision-
making and price control of other transport services. These would have to be carried out by
the national government. What HUR could do is use the transition arena as a forum for
better coordination between all the transport actors in the development of a common vision
for the region. The current divide and separate undertaking of transportation service
provision in the Greater Copenhagen Region does not bring about the most optimal
transportation service for the Region’s residents. Unfortunately, the current ‘power games’
and self-interest of the other transportation actors makes this a large undertaking for HUR
to overcome on its own. According to some political members of HUR, other actors do not
wish to coordinate, even in areas where services are duplicated, for example, as they are in
advertising and internet services. This short-sighted viewpoint is one of the biggest
challenges to overcome and might only be brought about by new legislation by the national
government.
Lastly, one of the strongest ways in which HUR could use ‘Transition Management’ was
demonstrated in the way HUR could change its role to become a mobility service
provider. This new role is already highly compatible within the existing structure of HUR
and holds some good examples of making public transport more attractive for users.
HUR’s knowledge and resources as a planning authority could be used to provide more
customised transport services not only to the public but also to companies and other
governmental planning agencies, such as the Road Directorate. HUR’s Mobility
Management Unit is already trying to learn about how to best provide services to
employees of large companies. Engaging in these partnerships is one way in which HUR
can reduce the need for cars by providing people with the best and more environmentally
options of transport. In the process of becoming a mobility service provider, HUR has an
educational role to play in educating the public about the negative impacts that
transportation has on society, while at the same time, HUR should provide the public with
the best alternatives possible for personal transport. Again, the lack of financial resources
plays a major factor in HUR not being able to fully realise its potential as a central
planning authority. The ending of the promising Mobility Management Unit represents a
short-sighted outlook of the future of transportation by the HUR political body. All
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transportation actors should be supporting any new ideas that hold promise in making
transportation more sustainable.
To summarise the findings, the results have been made into a chart (see table below).
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Public participation to
create visions and gain
support
Long-term visions
guiding short-term
actions
Innovation
stimulation
combined with
system improvement
Co-ordination Mobility service
Provision
Proposed:
Ideas
Activities
Changes in
perspective
• Institutionalize PP in a
new form to tap the full
potential of various
actors
• Broadening the scope
of PP by including
problem formulation,
creation of visions before
discussing pathways
• HUR could play an
active role in creating the
arena, facilitating the
process and utilizing its
own staff to help creating
the visions
• Change in
perspective: strategic
use of long-term
visions to guide
(inform and shape)
short-term policy to
address underlying
problems
• Could be done in the
regional planning
• Stimulate
experiments by
creating the demand
for innovations
• Engage in PPP
• Change in
perspective: learning
as a policy tool
(accept failure, learn
from experiment, put
them in a strategic
context)
• Transition arena as
an important
platform
• Market
mechanisms: HUR
can’t do much
• Transition arena
as one tool for co-
ordination
• Shared vision as a
tool for co-
ordination
• Increased role of
mobility
management in
transportation
policy and
planning
• Customized
mobility
• HUR as a
Mobility
consultant
Applicability? Ideas seem to be
interesting and feasible
from HUR’s point of view
Concerns: too much
expected from bottom-up
Feasible within the
existing structure as a
more long-term and
strategic component
besides the official
requirements for the
planning
Suggested indirect
role of HUR (not
operational, but
facilitating) takes into
account the lack of
resources, so seems to
be feasible
Obstacle: Power
games and self-
interest
Challenge would be
to overcome this
short-sighted view
(Is that possible
within the existing
political system?)
Most concrete ideas,
but difficult to utilize
in current setting due
to lack of resources
and competences
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After presenting the results, a few limitations should be taken into account.
Firstly, the authors of ‘Transition Management’ admit that it is not an instrument, but
rather a perspective (Kemp and Loorbach 2003: 1). This means that there are no ready-
made solutions for policy-makers. Some good suggestions, however, were found and
areas where ‘Transition Management’ could be carried out have been identified.
Secondly, the researchers are aware that HUR is only one transport actor out of many
providing, planning and making transport policy in the Greater Copenhagen Region. In
order for ‘Transition Management’ to be fully utilised, all actors need to be involved.  In
acknowledging this point, the researchers are aware that the findings are only one small
part of an overall transition process, but nonetheless, the knowledge acquired about this
small part will highlight where others may wish to research further.
Thirdly, this project has not attempted to prove the success or failure of the theory of
‘Transition Management’. A much more focused step was taken here to see where this
theoretically appealing model holds some promise and how a transport authority could use
such a perspective. The implementation process in the Netherlands is only in the early
phases; so it is much too early too speculate about possible outcomes of using this
approach. The cutting edge of this report has been to apply the theory to a specific context
and to look into the applicability based on interviews with transport-related actors.
Final Remarks
‘Transition Management’ has been explored, discussed and theoretically applied to the
Greater Copenhagen Region’s transportation planning authority HUR.  Like other cities
around the world, Copenhagen is experiencing an increasing level of car use - a direct
challenge against sustainable development. ‘Transition Management’ has been proposed
as a way to overcome the current deficiencies in transportation planning and policy-
making. Major challenges and problems to overcome have been identified in this report
and possible solutions to them have been suggested from the theory of ‘Transition
Management’. Empirically, it has been shown that the theory still needs to be developed
further for policy and more concrete tools must be sought after in order for transportation
planners to have some tangible elements in which to work with. Nonetheless, several ideas
and suggestions were presented that could benefit HUR and the transportation system.
Theoretically, the concept seems sound. There exists ample evidence that this type of
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governance approach could be beneficially in addressing sustainability issues. The future
of transportation remains in the hands of politicians, transportation planners and other
actors. Whatever governance approach they choose to use will have a major impact on
how society travels and how society addresses environmental concerns. The importance of
making transportation systems more sustainable should be the ultimate goal of these
people. This report has contributed to the question of how ‘Transition Management’ could
contribute to this goal. What still remains to be answered is what policy makers and
planners do with this new knowledge.
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9 Perspectives
In this report we refered to ‘Transition Management’ as a model, a perspective, an approach
and a theory as did our colleagues in the Netherlands. Although all can have similar
connotations, there appears to be a need to bring some clarification to what exactly
‘Transition Management’ is. If transportation planners and policy makers are to understand
the perspective better, then they need to know how it can be classified. The above presented
conclusions show that our findings in terms of concrete, applicable actions are somehow
limited. The shifts in perspectives, the perceptions of what is needed to bring about more
sustainability and how these challenges are communicated seems to be some of the most
important issues of ‘Transition Management’. So, at the end of the day, do these ‘softer’
aspects make ‘Transition Management’ only a perspective?
A Perspective?
The Art of Painting by Gerard de Lairesse 1778
The perspective that you adopt, informs your worldview and it is how you look at
something. It is defined as the kind of ‘glasses’ you are wearing. In the case of this project,
the ‘Transition Management’ glasses were worn in the analysis of HUR.
Is ‘Transition Management’ more than this? We claim that ‘Transition Management’ can be
seen as a perspective with specific principals.  It can be seen as a systems perspective that is
multi-dimensional, encompassing multi-actors, and on multi-levels, combined with some
concrete ideas to overcome the current deficiencies in the decision-process of transportation
(or any other system).
The diagram below shows ‘Transition Management’ between a concrete tool and a
perspective.
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The planning continuum:
                       What is ‘Transition Management’?
Tool                          Transition Management Perspective
• Concrete • Integrated
concept
• The relationship of aspects of
a subject to each other and to
a whole
• Technical • Process-oriented • A mental view or outlook
• Blueprint • For all
stakeholders and
actors to make
collective choices
• the angle in which you look
upon things
• Ready for use
Example: Examples:
• computer model to
predict traffic flows
• demand (assumption: traffic
is bad, reduce demand) or
• supply (assumption: traffic is
good, keep the flow) oriented
approach
On the one hand, ‘Transition Management’ possesses the properties of a perspective by
offering a suggestion how to look upon the issue of sustainability and how to go about it.
The systems perspective is central to ‘Transition Management’. On the other hand,
‘Transition Management’ includes very specific principals concerning the institutional set-
up (transition arena, development rounds), the policy style (co-operative, facilitating, long-
term oriented) and policy mechanisms (use of markets, institutions and planning). Our
classification is a first attempt and open to discussion.
After presenting the conclusions and suggesting a classification of ‘Transition
Management’, we would now like to open up the discussion about HUR and transportation a
bit more in this section. Our in-depth case study of HUR, the interviewees along with
examples from the Netherlands has taught us a lot about policy planning, decisions making
and transportation in general. As the intended readers of this report are transportation
planners and policy makers, we would like to offer some of our thoughts on various topics
and points.
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In general, some policy recommendations for HUR are:
? Keep and enlarge the role of the Mobility Management unit
? More and better collaboration with national authorities
? Use the discussions about the structural reform of the municipalities as a ‘window of
opportunity’ to strengthen HUR’s position as a central regional transport authority
? Create one regional transport authority
The Mobility Management Unit of HUR represents one of the strongest and most viable
experiments that HUR could learn from.  The lessons being learned within this unit, such as
partnership building, customer service skills, and forward thinking planning, should
continue. If HUR is to become a strong regional and transport planning authority it must be
prepared to engage in such experiments in order to build up its own capacity and knowledge
base about the future of transportation. The Society of Danish Engineer’s
(Ingeniørforeningen i Danmark) agrees that HUR does not have enough competence to
formulate and carry out longer-term traffic policies (2001: 13). The Mobility Management
Unit is one area that could help build the competence needed by learning and engaging in
partnerships with private companies.
Researching this project has revealed to us that there is a major rift between the national
government and HUR. Policies are not coordinated as they should be, resentment and
internal bickering are rampant and the needed support for infrastructure projects is lacking
from the national government, despite ambitious national environmental goals for the
transport sector. In the last year, HUR has had its funding cut by over 100 million DKK,
ticket prices have risen 12% and bus passenger numbers have continued to drop. The current
depressed state of affairs in HUR will need the commitment and cooperation of the national
government if transportation in the Greater Copenhagen Region is to improve and become
more sustainable in the future. HUR’s current means of financing does not provide it with
adequate funding for more infrastructure projects. This would have to come from the
national government. The national government finances DSB’s infrastructure investments at
the moment, but DSB is only one transport actor in the Region. A fairer and more equitable
funding must be sought after, one that provides an overall better quality of service.
The lack of resources could be partly blamed on the indirectly elected politically board of
HUR. Having a directly elected and stronger leadership role would allow HUR to lobby
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more effectively for national government support and would give the organization a better
voice in pushing for a more integrated and encompassing role for HUR. The Danish
Engineering Union agrees that new financing for more traffic infrastructure will need the
economic support of the national government in the future if HUR is to create a long-term
traffic planning (2001: 14).
The national government is currently in the process of a large restructuring plan for Danish
municipalities. We see this as a ‘window of opportunity’ for HUR.  HUR should be more
actively involved in this debate to position itself as the leading transport authority in the
Region. From the interviews, it was revealed that there exists a lot uncertainty at the
moment. Sven Milthers even went so far as to say that a regional council directly related to
councils all over Denmark might be created by as early as 2006. Sven Milthers and his
colleagues on the HUR political board are in favour of this new role, yet so far they have not
been a part of the current restructuring debate being formulated by the national government.
Jacob Bjerre revealed to us that there is a lot of political fighting going over who should
become the new regional ‘master organisation’ in the region. We propose that HUR break
its ties with all the counties and municipalities and become a separate political unit. Too
much self-interest and power brokering goes on at the moment and this only interferes with
creating a better and more sustainable transportation system. The case of London, which has
a powerful and visionary mayor, demonstrates that initiatives need strong leadership,
something that is lacking within the current state of HUR. The cities of Strasbourg, Vienna
and Curitiba have all shown that strong, integrated transportation systems are possible to
develop and lead to liveable and vibrant cities. These good case examples did not, however,
happen overnight.  Strasbourg has been working on developing their transport system for
over 15 years, while Curitiba started over 30 years ago. The lesson to be learned here is that
the process of developing a locally suitable transportation system must start early, as the
benefits could take many years to materialise. The long-time frame of 25 years plus that
‘Transition Management’ calls for is suitable for this type of development.
Other policy recommendations
? Road Pricing as a means of financing public transportation
? Adopt ‘Transition Management’ perspective on the national level
? ‘Transition Management’ in other city regions, other countries
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More financial support from the national government has already been stressed. On such
idea that came up in our interviews was the idea of road pricing. Road pricing has been
around for a while but its implementation in London, in February 2003, has put the idea
back in the spotlight. Sven Milthers says that he is the only politician in favour of such an
idea in the HUR board so far.  Bent Larsen says he likes the idea too, but only if the money
goes back to the drivers, this we feel, will only lead cars becoming cheaper to operate and
will go against trying to reduce car use in the Region. One of the main people behind road
pricing in London, Derek Turner, was recently in Copenhagen giving a speech on the
“London experience”. He says that busses are stopping 33% less, bicycle traffic is up 15%
and overall traffic in the London centre is down 20% (Flensburg 2004). We are well aware
that Copenhagen has nowhere near the traffic levels as London, but the results are promising
nonetheless. As well, all interviewees indicated to us that in 10-15 years, traffic gridlock
would be a common thing in the Region. Despite this, the traffic minister Flemming Hansen
refuses to discuss the idea (ibid.). The money raised with such a system could be directed
funnelled back into transport infrastructure projects that would further lead to better and
improved service. Such ideas should be further investigated.
An interesting research task in the future would be to see how ‘Transition Management’
could be used at the national level. It is, after all, the national level that has taken the lead in
the Netherlands and it is the national government that actually has more financial resources
to successful carry out a transition process. This does not have to be in the area of transport.
A transition to more sustainable energy, for example, is an important topic that needs to be
addressed. The links between the Netherlands and Denmark (discussed in Chapter 2.3)
appears to make Denmark a good candidate for such a new governance approach.
Moving beyond the Greater Copenhagen Region and Denmark, what are the possibilities for
‘Transition Management’ in other city regions and countries? As already mentioned, the
absence of a car industry in both the Netherlands and Denmark could mean that any
alternative suggestions or restrictions to the car would be met with less resistance. Despite
the desire of many, including ourselves, to move away from a car based transportation
system; we must also be realistic in assuming that the car will have a role to play in
transportation, at least in the near future. Even car-friendly America shows leadership in
innovation developments. The California government created a future market for electric
cars in an attempt to tackle poor air quality notorious in large Californian cities. By doing
‘Transition Management’ in Developing a More Sustainable Transportation System
Caruso & Kern 115
so, private companies were more willing to invest in developing new types of cars. In this
way, the government and the car industry worked together. Their underlying motives may
have been different (protection of the environment versus profit), however, the long-term
benefits of society are still being met in this way.
The concepts of ‘Transition Management’ can be used in this way; to help develop needed
innovations to overcome the current problems of transportation. The emerging economic
powerhouses of China and India, where millions of people are on the move to find work in
the cities present some real opportunities for using ‘Transition Management’. The large
scale of people moving to Chinese and Indian cities, are already putting enormous
environmental pressures on these countries and governments there, are in need of new
approaches. ‘Transition Management’ could be used to help bring together the right actors
to develop the most sustainable form of transportation possible in these cities. In many
ways, the lack of a well-developed transportation infrastructure could serve as a benefit for
these countries. It is easier to start a “new project” when you have a “blank playing field”
and therefore planning for the right transportation system now, will result in a much more
sound development in the future. The difficultly facing many of the developed countries/city
regions, such as Copenhagen, is that there already exist major investments in infrastructure
projects, such as highways and railroads. Therefore, efforts are nearly always focussed on
the existing infrastructure, such as trying to increase efficiency of highways, or adding new
trains onto existing lines. Hopefully, ‘Transition Management’ can help planners and policy
makers look beyond this traditional focus of development.
Albert Einstein once said that you cannot attempt to solve a problem with the same thing
that created the problem. His message holds meaning for our attempt to discover and try to
use the new approach of ‘Transition Management’. The long road we have travelled on in
creating this report has been rewarding. Discovering more about ‘Transition Management’,
how it can be used, interviewing many interesting people, getting to know a bit about
transportation planning in Copenhagen, Denmark and other places, has taught us that
something new is indeed needed in transportation planning and policy development. New
and forward thinking ideas are rarely meet with open arms. They must be proven and their
merits must be tested. Whether or not ‘Transition Management’ has been proven successful
or not remains unsolved. The lessons learned, however, have hopefully brought us a bit
closer to finding a better solution to overcoming our current unsustainable transportation
system.
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11 Appendix
Appendix A: The environmental impacts of transport
Pollutants Impact
Carbon dioxide (CO2) Global warming
Nitrogen oxides (NOx) Acid rain
Sulphur dioxides (SO2) Acid rain, bronchitis
Carbon monoxides Morbidity, fertility
Benzene Carcinogenic
Lead Mental development
Hydrocarbons Toxic trace substances
Particulates Inflammation, cardiovascular diseases
Resources
Oil Depletion of natural resources
Land take 4.2 ha of land per km of 3-lane motorway
Ecology Landscape and sites of special scientific
interest destroyed
Ecosystems Water quality, flood hazards, river systems
modified
Accidents Pain, suffering, grief
Environment
Noise Stress, concentration, health
Vibration Historic buildings
Community severance Dividing communities
Visual impact and aesthetics Changes in physical appearance
Conservation and townscape Preservation
Development
Regional development Location of industry
Local economic impacts Income levels, employment, social impact
Congestion Delay, use of resources
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Urban sprawl Traffic generation, induced development
Construction effects Blight, property prices, compensation
Source: Bannister 1998: 3
Appendix B: NMP-4: Seven obstacles
Obstacle 1: Unequal distribution (impedes the possibilities for poorer countries for
sustainable development)
Obstacle 2: Short-term thinking (difficult to think beyond the consequences of actions
beyond the present)
Obstacle 3: Fragmentation and institutional shortcomings (addressing many environmental
problems means interfacing with many policy areas, yet institutions are inadequately
structured)
Obstacle 4: Shortage of policy instruments (market mechanisms cannot be used to tackle
large environmental problems because environmental costs are not yet reflected in prices)
Obstacle 5: The ones causing the problems are not the ones solving them (parties involved
in an environmental problem have insufficient interest in solving it, especially when there
are risks involved)
Obstacle 6: Uncertainties (solving major environmental problems requires system
innovation and long-term investments)
Obstacle 7: Lack of precaution (for most decisions, costs and benefits that manifest
themselves elsewhere or later are not clearly visible. Consequently, adequate precaution is
often not observed when decisions are made)
Appendix C: NMP-4 Seven Environmental Problem Areas
Environmental Problem 1: Loss of biodiversity
Environmental Problem 2: Climate Change
Environmental Problem 3: Over-exploitation of natural resources
Environmental Problem 4: Threats to health
Environmental Problem 5: Threat to external safety
Environmental Problem 6: Damage to the quality of the living environment
Environmental Problem 7: Possible unmanageable risks
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Appendix D: The three phases in the Limburg Plan
(source: Advies Kerngroep Structuurvisie Parkstad Limburg 2030 2003: 38)
